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GENERAL ELECTRIC OFFERS RAILROADS 
THIS ex¢za LIGHTING SERVICE 


Burlington Route’s new streamliner “General Pershing” is | G-E makes locomotive headlight lamps, cab lighting lamps, 
lighted with G-E Fluorescent MAZDA lamps. In this lounge as well as those used for floodlighting the drivers on New 
car, white fluorescent lamps provide 25 footcandles. York Central’s streamlined “Mercury” locomotive. 
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Seventeen 1000 watt G-E MAZDA lamps, used to light New For railroad office lighting, such as this in the new Union 
York Central’s yard at Collinwood, Ohio, provide good light terminal office in Los Angeles, regular MAZDA lamps are used 
for easy seeing. behind panels of flashed opal glass. 


This night view of the Norfolk & Western Railroad’s erecting In the new Union terminal in Los Angeles general illumination 
shop at Roanoke, Va., shows how good lighting with general is 10 footcandles, local illumination over ticket desks is 18 
lighting service lamps makes seeing easier. footcandles, and over bulletin boards 25 footcandles. 


een ELECTRIC not only makes a_ This service is available for every type of rail- 
lamp to meet every railway lighting road lighting . .. including rolling stock, 
purpose... but also offers railroads the bene- shop, signal, office, station, and yard. For 
fits of its engineering service in designing further information, write to General Electric 
modern lighting to fit specific needs. Co., Dept. 166-RA-A, Nela Park, Cleveland, O. 


G-E MAZDA LAMPS 
GENERAL @ ELECTRIC 
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Hitch-Hikers on the 


“Barriers Bandwagon 


On another page herein we publish a letter from 
Professor Eugene Melder of Clark University in which 
he chides us politely for the editorial in our December 
16 issue in which we questioned the honesty of much 
of the propaganda being disseminated about alleged 
“barriers” to interstate commerce. Professor Melder 
insists that such barriers are genuine and that they are 
depriving the railroads of traffic. He cites an instance 
of one such “barrier” which has, he believes, prevented 
the movement of 1,000 carloads. “By how much one 
would have to multiply this figure if it were possible 
to measure statistically the effects of some 600 to 1,000 
such discriminatory laws,” he adds, “the writer would 
not venture to guess.” 


Real Barriers and Phony Ones 


We did not, of course, defend real barriers to inter- 
state commerce such as those cited in Professor Mel- 


‘der’s letter. What we did was call attention to the 


fact that much if not most of the public wailing now 
being done about “barriers” was about something which 
constitutes no barrier at all—namely, the requirement 
which a few states still make that visiting trucks pay 
something for the use of their highways, and that they 
comply with the safety regulations which each state has 
established for its own trucks. Such requirements can- 
not honestly be designated barriers to interstate com- 
merce, and nobody but a special pleader or a special 
pleader’s dupe would so characterize them. And yet, 
it is precisely such legitimate regulation by the states 
of the use of their highways that is receiving most of 
the anathema in the anti-“barrier” campaign. 

If such honest and well-intentioned persons as Pro- 
fessor Melder and the dozen or so New Deal officials 
who have interested themselves in this campaign are 
going, without protest, to allow their campaign to be 
made a vehicle for purveying to the public a lot of 
anti-social propaganda by certain trucking interests, 





whose fault will it be if the whole campaign comes 
under suspicion and is made ineffective? As long as 
most of the propaganda appearing in the papers against 
“barriers” is allowed to be devoted to. the denunciation 
of conditions which are camouflaged to appear as arbi- 
trary restrictions, but which actually are not, how is 
the general public going to separate the wheat from 
the chaff? 

We heartily approve the principle of complete free 
trade between the states; and, as genuine free traders, 
we should like to remind Professor Melder and his 
associates of the fact that a subvention is just as much 
a violation of the free trade principle as is a tariff. 
That is, to refuse to collect legitimate charges for the 
use of the highways is just as much an interference 
with freedom of trade as a customs tariff would be. 
Many of the anti-“barrier” campaigners have directed 
their attack against the Kansas port-of-entry plan, 
which has been likened to a customs wall. Actually, 
the port-of-entry plan is merely a convenient means of 
collecting extremely modest (and probably non-com- 
pensatory) fees from visiting trucks for the use of the 
Kansas highway system. If the charging of such fees 
is a barrier to trade, then certainly the taxes paid by 
the Kansas railroads are an even greater barrier, be- 
cause the visiting truck gets a roadway to run over for 
the fee it pays at the port-of-entry, while the railroad 
has to provide its own roadway over and above its 
Kansas taxes. 


A Subvention Is Also a Trade Barrier 


A subvention is a violation of the principle of free 
trade just as much as an: interstate tariff wall would 
be, because it deflects the flow of commerce from the 
course of greatest economic utility to those of less 
utility. Such subventions to truck traffic exist all over 
the country wherever truck fees are not fully com- 
pensatory, and especially where so-called “reciprocity” 








is granted, so that trucks from one state use the high- 
ways of another without paying anything for the 
privilege. Such subventions are tariffs in reverse— 
that is, they plainly discriminate against the enterprise 
of a state in favor of business from outside, by freeing 
the outsider from costs which local business is required 
to bear. 

If the people of a state, by taxation or otherwise, 
impose a burden on interstate commerce that they do 
not impose on intrastate commerce, probably nobody 
will deny that they thereby interfere with one form of 
commerce among the states, even though the “taxation” 
is imposed for the use of highways that have been built 
and are maintained mainly or entirely with money paid 
by the people of the state. But plainly it unfairly 
burdens and discriminates against intrastate commerce 
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for a state to impose higher charges and more stringent 
safety and other regulations on its own truckers than 
on outsiders ; and what process could be more destruc- 
tive to normal business than such unfair discrimination 
not only against a state’s own truckers, but against its 
own entire taxpaying enterprise? And yet Professor 
Melder and many of his associates in this anti-barrier 
campaign apparently have ignored the fact that there 
may be discrimination against state commerce as well 
as interstate commerce and the disruption of normal 
economic processes inherent in the truck subventions 
which already exist, and seem perfectly willing for the 
truck interests to utilize their campaign as a vehicle 
still further to increase the subventions they enjoy. 

Is it necessary in order to put an end to arbitrary 
restrictions on interstate commerce that further sub- 





The cat-that-swallowed-the-canary look so preva- 
lent among the motor carriers these days may be 
due to the railroads permitting them, and in many 
instances actually encouraging them, to adopt rail- 
road rates, regardless of whether the motor 
carriers can economically justify their participation 
in the traffic or not. 

What the Interstate Commerce Commission had 
to say on this subject in its recent annual report 
is significant : 


“When the Motor Carrier Act, 1935, was under con- 
sideration, one of the great fears which both the motor 
carriers and their patrons entertained was that an attempt 
would be made to force railroad rates on them. Because 
of this fear, the act contains much language designed to 
prevent or forestall such outcome. The fact is, however, 
that many, and probably the greater number, of the motor 
carriers are now urging us to use railroad rates as the 
basis for motor carrier charges, and some of them are 
even urging that for this purpose we require both types 
of carriers to return to the rates which the railroads. were 
charging prior to competitive reductions.” (Italics ours) 


Why shouldn’t the motor carriers be complacent, 
when we consider the opportunity that the standard 
railroad rates give them to raid railroad traffic 
and revenues? For example, note the advantage 
they are taking in these typical proposals in Ex 
Parte M. C. 21: 


Minimum 
Weight Truck 
(Pounds) Rate Mi. 
Origin & —d— 7 E arr - 
Miles Destination Article Rail Truck Rail Truck ings 
400 Between C.F.A. 
POMS 2 552s 0c Coffee..... 30,000 20,000 30¢ 30¢ 12 


339 Circleville, O., 

to Chicago ...Strawboard 24,000 15,000 25 25 aed 
In addition to lower minimum loads, the trucks 
give free loading and unloading, and free pick up 
and delivery for off track-handling. While pre- 
tending to meet the railroad rate, what the trucks 
actually do is to cut under it as far as actual. total 
cost to the shipper is concerned. Having thus been 








Why the Motor Carriers Are So Happy 


favored with highly profitable traffic on outbound 
loadings, they are enabled to make rates for “back 
hauls” at approximately 50 per cent of their average 
operating costs, thus reducing their empty mileage 
almost to nil; and thus operating far beyond their 
economic radius. 

There appears to be the tendency, because of 
the recent marked improvement in traffic, for some 
railroad people to mark time, seemingly with the 
hope that the competitive situation will “right it- 
self” notwithstanding that the ratio of traffic 
handled by competitors is continually growing. 
The Interstate Commerce Commission in its report 
above referred to certainly entertains no such view 
of the picture; in fact it labels such an opinion 
“delusive.” 

The Commission has also given affirmative recog- 
nition within the past year “to the necessity for a 
thorough reexamination of the bases of the class- 
rate structures and the underlying classifications” 
and instituted general investigations with respect 
thereto. 

That the Commission intends to progress these 
proceedings as thoroughly and rapidly as possible 
may be gathered from the recently released far- 
reaching orders requiring the railroads to furnish - 
voluminous information. It would, however, re- 
quire the highest degree of optimism to expect that 
collection of the information, digesting it and acting 
upon it will be sufficiently prompt to be of material 
benefit to the railroads in solving their competitive 
problem before it reaches still-more-ruinous depths. 

It is not unlikely that failure to take effective 
corrective action over a period of years provoked 
these investigations. Would it not now be tragic 
indeed if the railroads should abandon their own 
efforts to solve this problem and mark time pend- 
ing the outcome of these Commission proceedings? 

Can the railroads afford to wait for the two or 
more years necessary for formal handling of this 
proceeding—when an acceptable solution lies right 
in their hands, which can be applied piece-meal 
and promptly ? 
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sidization of trucks be accepted as part of the program? 
If that is the price that has to be paid, then we had 
better keep the “barriers.” We make this statement 
not as special pleaders for the railroads, but because it 
is evident that genuine nationwide commerce among 
the states depends upon efficient railroad service. 


No Genuine Interstate Commerce Without RRs 


Neither the trucks nor any other form of trans- 
port excepting the railroads offer to take traffic of all 
varieties from any part of the country to any other part 
at all seasons of the year and at a price within reason. 
The trucks, except for comparatively short hauls, are 
“pick-and-choose” transporters. They have a proper 
and important function in the transportation picture— 
but that function is local rather than nationwide. Any 
favors, therefore, which are extended to such agencies 
of transportation at the expense of the agency which 
is the sole reliance for nationwide interstate commerce 
completely negative the effort, however sincere, to pro- 
mote interstate commerce by removing “barriers” and 
restrictions. 

Interstate commerce does not move itself. The ab- 
sence of efficient railroad service (or the necessity for 
high long-haul railroad rates arising from loss of traf- 
fic to subsidized “pick-and-choose” rivals) will hamper 
real commerce among the states just as surely as re- 
strictive laws which selfish local interests cook up. We 
suggest that Professor Melder and his associates probe 
a little more deeply into the problem of preserving in- 
terstate commerce than they have done so far and see 
whether they will have preserved it merely by changing 
a few laws, and with no concern whatever as to the 
physical means of moving the commerce they hold in 
such esteem. 

They might also look about in their bandwagon 
for hitch-hikers, whose objective is really at com- 
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plete cross-purposes with their own, and, if they find 
such, drop them overboard. 


Who Is Financing This Ballyhoo? 


Anyhow, why all the ballyhoo and who is really 
causing it? We have heard a statement attributed to 
Thurman Arnold to the effect that all arbitrary restric- 
tions on interstate commerce could be removed simply 
by the enforcement of the provisions of the Federal 
Constitution and constitutional statutes now on the 
books ; and that is unquestionably true. The Supreme 
Court of the United States has been rendering decision 
after decision for more than a century to the effect that 
no state can enforce a statute burdening and interfer- 
ing with interstate commerce, and invalidating and 
nullifying state laws having that purpose and effect. 
Why, then, all the reams of literature, and speeches, 
and costly hearings and conventions—instead of pro- 
ceedings in the federal courts to abolish all the real 
“barriers” to interstate commerce? Is it possibly be- 
cause the lawyers of the principal promotors of the 
complaining and ballyhoo—i. e., the trucking interests 
—have told these interests they could not make a case 
in the courts against the “barriers” they most want 
torn down? 

And, meantime, who is financing all the ballyhoo? 
Unfortunately, while all the expenditures for propa- 
ganda and lobbying that may be made by the railways 
are legally subject to scrutiny by the Interstate Com- 
merce Commission, the expenditures made, and the 
sources from which the money is derived, by those who 
finance the propaganda and lobbying of the competitors 
of the railways are not. But they could be investigated 
by a congressional committee; and such an investiga- 
tion unquestionably would disclose many interesting, 
significant and important facts—including facts about 
the patriotic “barriers” campaign. 


* * 








Two Electro-Motive Diesel-electric freight locomotives coupled to form a 5,400-hp. unit—Each Locomotive Consists of Two Units Each 
Containing a 16-cylinder, 1,350-hp. General Motors Diesel Engine—Now Being Tested on the Atchison, Topeka & Santa Fe 
















Water Service Men 





Climaxing a year of abnormally low rainfall, 
many parts of the country have recently experi- 
enced the driest fall season in their climatological 
history, conditions being particularly severe in 
the Southwest, the plains states east of Colorado, 
and in the South. The problems that this drought 
have presented to water service and operating 
officers, and the manner in which they have 
been coping with them, with specific reference 
to conditions on the Illinois Central, the Mis- 
souri Pacific, the Southern and the Louisville & 
Nashville, are pointed out in this article. 











ANY railway operating and water service officers 
M have again been put to a test as drought condi- 
tions, which began to manifest themselves in 
1938, and continued widespread over the country during 
1939, became particularly severe during the fall months, 
reaching ‘unprecedented deficiencies in rainfall in many 
states, and continue unabated into the new year in many 
sections. As a result of these conditions, normal surface 
water supplies at many points on the railways have been 
seriously depleted, while others, ordinarily dependable, 
have been exhausted. Likewise, subsurface supplies have 
been affected in many sections, forcing the widespread 
adoption of emergency measures to take care of loco- 
motive requirements. 

Equally serious with the shortage of water has been 
the effect of the drought on the quality of the water that 
remains available, the depleted supplies almost invariably 
being less suitable for boiler use as the result of their 
increased content of organic matter, pollution, corrosive 
substances and incrusting solids. At most places where 


these conditions have prevailed, special treatment of the 
water has been necessary, either in wayside treating 
plants or in the form of boiler compounds, and operating 
methods have had to be revised to include more frequent 
blow-downs to overcome the increased tendency toward 
foaming. 


In some cases, more frequent boiler washings 
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Fight Drought 


on Many Fronts 


The Supplies in Reservoirs 

at Many Points Were Seri- 

ously Drawn Down Or 
Completely Exhausted 


and water changes have also been necessary to prevent 
serious boiler troubles. 


Many Sections Suffer 


The most serious drought conditions have prevailed 
throughout the Southwest, in the plains states east of 
Colorado, and in the south-central states extending north- 
ward into Illinois, although serious water shortages have 
prevailed in the northwestern states of Idaho, Montana, 
Wyoming and North Dakota, and Colorado has had 
an exceptionally dry year, with less than normal rainfall 
in every month since February, and from only 60 per 
cent to 35 per cent of normal in at least six of these 
months. Even the central-west states of Illinois, In- 
diana and Ohio, and certain of the Southeastern states, 
were caught in the fall drought, all of these areas having 
had,far less than normal rainfall since August. 

In the Southwest, both Oklahoma and Texas had only 
one month of normal or more than normal rainfall since 
January, 1939, precipitation being less than 50 per cent 
of normal for the year in both of these states, with es- 
pecially dry conditions prevailing throughout the fall. 
New Mexico and Arizona also suffered water shortages 
during the year, until relieved by normal or better than 
normal rainfall which has prevailed over the larger part 
of these states since August. 

In the plain states of Iowa, Nebraska, Kansas and 
Missouri, conditions have been unusually dry since 
March, 1939, with the exception of June, becoming par- 
ticularly severe during the fall months. In these latter 
months, Iowa had only 36 per cent of normal precipita- 
tion, Nebraska only 25 per cent, Kansas only 29 per cent, 
and Missouri only 55 per cent. 

Kentucky, Arkansas, Louisiana, Mississippi and Ala- 
bama all experienced deficiencies in rainfall in certain 
months prior to July, but it was not until the last half 
of the year that they were affected seriously by drought. 
From June to the end of the year, each of these states 
had less than normal precipitation in every month, this 
deficiency ranging from approximately 50 per cent in 
Kentucky and Alabama during September, October and 
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November, to as much as 56 per cent in Tennessee during 
this same period. 

Commenting upon weather conditions in one of its re- 
ports issued about the middle of December, the United 
States Weather Bureau said: “November climaxed an 
outstanding dry fall. In only Arizona, Nevada and Utah, 
and a part of Delaware, was precipitation above normal. 
In all other states the amounts were deficient, markedly 
so in many cases. In fact, excluding the three far 

southwestern states which had abnormally heavy rainfall, 

the country as a whole experienced by a considerable 
margin the driest fall season in the climatological history 
of the United States. Unfortunately, the widespread 
drought has continued unabated into December, except 
for relief in a few limited areas, there having been no 
appreciable precipitation eastward from the Rocky moun- 
tains during the first half of the month.” 


Emergency Measures 


With these conditions prevailing widespread over the 
country, many operating and water service men have 
been hard pressed to fill the demands for water and see 
new emergencies arising at many points in the near 
future unless relief is forthcoming. In the areas of most 
severe drought, a number of emergency measures have 
been necessary to conserve the supply or to supplement 
it, while in these and other areas efforts have been made 
to improve the quality of the water that remains avail- 
able. As a matter of fact, water sources at many points 
have already gone completely dry, while plants at many 
other points have been closed down voluntarily because 
of the unusually high pollution or mineral content of 
the water. At certain other stations with depleted sup- 
plies, orders have been issued for trains to run by them, 
except in emergencies, while at still others, where such 
orders do not apply, trains are permitted to take only 
their minimum requirements. Other expedients em- 
ployed to overcome the drought conditions have in- 
cluded the drilling of additional wells, the hauling of 
water in tank cars to stations with depleted supplies, and 
the double-tanking of trains to protect operation in ter- 
titories where water shortages have prevailed. 

Examples of the special problems that have confronted 
many roads, and of the various measures which have been 
taken to overcome them, are found in the following com- 
ments relative to the water conditions which have pre- 
vailed in recent months on the [Illinois Central, the 
Missouri Pacific, the Southern, and the Louisville & 
Nashville. The principal water shortages on the Illinois 
Central have occurred in Kentucky, although the quality 
of the water available at many other points has been 
affected adversely as the result of low stages in streams. 
For the second time in its history, the road’s 250,000,- 
000-gal. reservoir at Princeton, Ky., became so depleted 
that it was necessary to discontinue pumping from it on 
October 12 and to switch to city water. At Caneyville, 
Ky., the creek supply became so inadequate during the 
latter part of September that it was necessary to restrict 
the use of water at that point to time freight trains only, 
and to take care of the requirements of all other trains 
by double-tanking. 

Typical of the effect of low water on the character of 
the water is that experienced at Bakersport, Ky., where 
the water, taken from a stream, became badly polluted 
with mine drainage, with sulphates ranging from 25 to 30 
grains. At another point, Webster City, Ia., where water 
is taken from the Boone river, it became necessary to 
pump at night because of the fact that during the daylight 
hours the river practically ceased to flow as the result 
of the use of the water above the railroad’s intake. 
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Some of the most difficult water conditions on the 
Illinois Central have been experienced in Louisiana, 
where, owing to the extremely low stage in the lower 
Mississippi, salt water from the Gulf of Mexico has 


backed up into the river for more than 200 miles. This 
has presented difficulties in the character of water taken, 
not alone at New Orleans, but also at Good Hope, 
Burnside and Baton Rouge, La., the last mentioned 
point being approximately 61 miles upstream from New 
Orleans. As might be expected, the condition at New 
Orleans was more severe than further upstream, but 
wherever this salt-contaminated water has been used, it 
has been necessary to employ chemicals to neutralize the 
effect of the salt and to overcome the tendency toward 
foaming, and to revise locomotive blow-down schedules. 

The marked increase in the salt content in the Missis- 
sippi river first became apparent early in October when 
measurements of the water taken at New Orleans showed 
a salt content of approximately 3 gr. per gal. Subsequent 
measurements showed a gradual increase in the salt 
content to 15 gr. per gal. on November 1. By November 
10, the salt content had decreased to 10 gr., but im- 
mediately following this date it again increased until it 
amounted to 15 gr. on November 15, after which it 
continued about stationary. 

Railroads located on the west bank of the river at 
New Orleans have been affected to a much greater 
extent by the salt water in the river than those located on 
the east side, because of the fact that the water supply 
on the west side is taken from a point further down 
stream and has carried nearly double the amount of salt 
present in the New Orleans city water, the intake of 
which is located near Carrollton. avenue, 124 river miles 
from the Gulf. However, the fact that even the New 
Orleans city water, without special treatment, has been 
highly unsuited for locomotive boiler use is seen in the 





Parts Per 

Depth Million 
RM sos Gee acceeuuswanvauy cemaceetacaeeees 130 
RURGORES dca caine cee tec eead écadteaseuneeeetaen 166 
QU ER, na vcs cededeteskacunnswaneseueronieudaden 170 
SORE AE vo es ugiegc ceo as wade eae tae teee ee 194 
MOG ES seta cea tan cn kcaid aeens eee eee ee 186 
GURU) accecese ocaweden nbucaauencadcaedaaruue 6,950 
WO GUS, senucseuvccecvacaneccdekaaeeaerwereceree 14,270 
BORDON sinc vccédecceavecccdccuacdcauswewsuddts 15,500 





accompanying record of the salinity of the river water 
at various depths at the Carrollton Avenue station, 
taken on November 8, the river at this point being 
180 ft. deep. 

An interesting situation evident in the foregoing record 
is the relatively sharp line of demarkation between the 
fresh water and the salt water, the salt content increasing 
from 186 parts per million to 14,270 parts per million 
within a distance of 10 ft. below the 40-ft. level. It is 
also of interest to note that the salinity of the water 
near the bottom of the river, with 15,500 parts per mil- 
lion, was almost as great as that of the Gulf water itself, 
which contains approximately 17,000 parts of salt per 
million. 


Missouri Pacific Troubles 


The lines of the Missouri Pacific which have been 
affected most seriously by the drought lie in eastern 
Kansas and western Missouri, where streams of moderate 
size must be depended upon for the source of supply, 
and where ground water cannot be developed or is un- 
suitable for locomotive boiler use. However, as in previ- 
ous droughts, some relatively shallow wells, from 50 to 
60 ft. deep, have likewise been affected, and the con- 
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dition has been remedied only by the driving of additional 
wells. 

By the middle of December, the normal source of 
supply at four of the road’s important water stations had 
become totally exhausted. Two of these stations were 
closed, while the other two have been continued in opera- 
tion only by hauling water to them in tank cars from 
points 25 to 75 miles distant. In addition, without relief 
through rainfall, it is expected that serious shortages 
will be experienced at at least two other points in the 
near future. Indicating further the extent of the drought 
in the areas served by this road, the water supplies at 
15 other locations have been under close observation and 
the subject of periodic reports in order that failure at 
any one of them may be anticipated and emergency 
measures made ready to forestall any possible interrup- 
tion in service. 

At an important terminal on this road where city 
water has long been used, the supply became so depleted 
that it was necessary for the railroad to look elsewhere 
for water. To meet this emergency, a pump and about 
1,500 ft. of pipe line were installed to recover waste 
water from a sewage disposal plant. This water has now 
been used for locomotive water supply for about 2% 
months without serious inconvenience, and at a cost 
considerably below that of any other expedient which 
might have been adopted. 

On the Gulf Coast lines of the Missouri Pacific, loco- 
motive boiler water is obtained largely from wells, the 
capacity of which has not been affected to any great ex- 
tent. However, on certain portions of these lines where 
surface reservoir supplies are relied upon, most of the 
reservoirs have gone completely dry and resort has had 
to be taken to hauling auxiliary water cars in trains to 
provide locomotive requirements. 


Unprecedented in South 


Indications of the depleted water supplies in at least 
some sections of the South are seen in reports from the 
Southern, which has been experiencing an unprecedented 
drought over the greater part of the territory which it 
serves. Like the Illinois Central, it has had difficulties 
with the’ high concentration of salt in its Mississippi 
River. water supply at New Orleans, and has had to 
abandon wells which have gone dry. However, its 
greatest problems have been with partially depleted sup- 
plies in reservoirs, creeks and rivers, which, due to low 
water, have become highly polluted with industrial waste 
or with acid from decayed leaves and other vegetation. 
These conditions have brought about nuinerous com- 
plaints of foaming, which have been overcome only by 
running by those stations most seriously affected and 
the extensive use of anti-foaming compounds. In the 
case of a few of the stations, it has been found advisable 
to shut down pumping operations altogether and to re- 
adjust operating conditions so that water can be taken 
at other points. 

Water conditions on the Louisville & Nashville have 
not been particularly serious, but like many other roads, 
this road has experienced shortages at a number of points 
and has had to take appropriate measures to offset them. 
For example, its reservoir at Neon, Ky. went dry, and it 
has been forced to use water from a well drilled nearby, 
even though the water secured has been of inferior quali- 
ty. Likewise, with the exhaustion of its regular river 
supply at North Hazard, Ky., it was forced to construct 
a temporary pumping station to supply its requirements 
at that point. Fortunately, the depleted or exhausted 
water supplies elsewhere on the road have been at less 
important water stations, where requirements could be 
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taken care of with relatively little inconvenience to train 
operation. 


Have Profited by Experience 


That locomotive water supply conditions over the 
country have not become more serious than they have as 
a result of the 1939 drought reflects in large measure the 
experience gained by many roads in the recurring drought 
periods since 1929, and the determination of water 
service men to protect locomotive operation against in- 
ferior waters and depleted supplies to the greatest ex- 
tent that resources will permit. One road reports, for 
example, that it is striving constantly to reduce or to 
eliminate the effects of future droughts on the basis of 
experience in the past, pointing out that wherever emer- 
gency water costs occur at regular intervals as the re- 
sult of water shortages, study is made to determine the 
economy and other advantages of improvements of a 
permanent nature to correct these conditions. 

Another road states that as the result of past ex- 
perience it has learned to place less dependence on sur- 
face supplies, in favor of developing underground sources 
by means of deep wells, pointing out that in addition 
to greater dependability, these wells frequently furnish 
water of an improved quality. Citing an example, it 
stated that one such well drilled has provided water of 
such an improved quality that the costs for chemicals 
for treatment have been reduced approximately 50 per 
cent over former costs, while at the same time providing 
a much more favorable water for boiler use. 

On this same road, increased use of double-tanking has 
been restored to in overcoming local water shortages, 
the former prejudice existing against the use of an extra 
tender in trains having been largely dissipated with the 
realization that trains so equipped can make better time 
through the avoidance of intermediate water stops. As 
this advantage gained fuller appreciation, the practice 
was extended to other districts of the road, where it is 
said that it has had an important effect in offsetting 
drought conditions and in permitting the continuance of 
dependable and economical train operation. 
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Photo by Railroadians of America—R. Le M. 


Pennsylvania Steam Streamliner As It Appeared at Night in the 
Railroad Track Exhibit at the New York World's Fair of 1939 












Annual Report of Locomotive 
Inspection Bureau 


With increasing number of inspections, the percentage and the 
number of locomotives found defective decreased in 1939 


Inspection, Interstate Commerce Commission, sub- 

mitted by John M. Hall, chief inspector, covering 
the fiscal year ended June 30, 1939, shows an improve- 
ment in the condition of locomotives, both steam and 
other than steam. In the case of steam locomotives, there 
was a decrease of 1,432 in the number for which reports 
were filed; an increase of 420 in the number of loco- 
motives inspected; a decrease of 1,951 in the number 
found defective; a decrease of 2 per cent in the number 
inspected and found defective; a decrease of 211 in the 
number ordered out of service, and a decrease of 8,724 
in the total number of defects found. In the case of 
locomotives other than steam, the report shows increases 
in the number of locomotive wnits for which reports were 
filed and in the number inspected; decreases are shown 
for the number found defective, the total number of de- 


a lee annual report of the Bureau of Locomotive 


These Two Photographs Show 
the Result of a Boiler Ex- 
plosion Due to Low Water — 
Three Employees Were Killed 
and One Employee Seriously 
Injured in this Accident—The 
Force of the Explosion Tore 
the Boiler from the Frame and 
After Turning Over in Flight 
and Bounding On the Op- 
posite Track It Finally Landed 
260 Ft. Forward From the 
Point of the Explosion—Wreck- 
age Was Scattered for 445 
Ft—The Other Picture Shows 
the Condition of the Running 
Gear After the Explosion— 
Both Frames Were Broken 
Off Over The Trailing Truck 


fects found and the percentage inspected and found 
defective. 

The accompanying chart shows the percentage of de- 
fective locomotives, the number of accidents and the 
number of casualties for the fiscal years ended June 30, 
1917, to 1939, inclusive. Summaries and tables included 
in the report show separately accidents and other data 
in connection with steam locomotives and tenders and 
their appurtenances and similar data covering locomotives 
other than steam. 

During the fiscal year ended June 30, 1939, the num- 
ber of steam locomotives for which reports were filed 
totaled 45,965. The number of steam locomotives in- 
spected totaled 105,606 and 9,099, or 9 per cent, were 
found defective, and 468 were ordered out of service. In 
1938 105,186 steam locomotives were inspected, of which 
11,050, or 11 per cent, were found defective, and 679 
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A 23-Year Record of Accidents, Casualties and 
Defective Locomotives 


ordered out of service. In the year ended June 30, 1937, 
a total of 100,033 steam locomotives were inspected, 
12,402, or 12 per cent, were found defective, and 852 
were ordered out of service. The total number of de- 
fects found and shown in the last three reports were: 
33,490 in 1939, 42,214 in 1938, and 49,746 in 1937. In 


the case of locomotives other than steam, reports were 





Table I.—Accidents and Casualties Caused by Failure of Some 
Part of the Steam Locomotive, Including Boiler, or Tender 


| Year ended June 30— 
ote 





os ~ 
1939 1938 1937 1936 1935 1934 


Number of accidents ......... 152 208 263 209 201 192 
Per cent increase or decrease 7 
from previous year ...... 26:9 20.9 *25.8 *4:0. “4.7 %22.3 
Number of persons killed ..... 15 7 25 16 29 7 
Per cent increase or decrease ; 
from previous year ...... “934-3 7210 *52.2 44:8 "314.3 ©1255 
Number of persons injured ... 164 216 83 215 267 223 


Per cent increase or decrease ore 
from previous year ...... 24.4 23.7" 3156" 19:5 *19.:7 “Ag 


* Increase. 


filed covering 2,716 locomotives in the year ended June 
30, 1939. The inspections made totaled 4,581, of which 
260, or 6 per cent, were found defective, and 14 ordered 
out of service. The total number of defects found on 
this type of motive power in that year totaled 696. These 
figures compare with the following for the previous year 
ending June 30, 1938: Total number inspected, 4,024; 
number found defective, 274; percentage inspected and 


A Case of Low Water— 
This Accident, in Which 
Two Employees Were 
Killed, Occurred When a 
Passenger Locomotive Was 
Traveling at an Estimated 
Speed of 70 M. P. H.—The 
Train Continued for 5.62 
Miles Until Stopped by 
Loss of Momentum and the 
Creeping on of the Air 
Brakes 


RAILWAY AGE 








January 20, 1949 


found defective, 7; number ordered out of service. 9. 
total number of defects found, 769. 

The total number of accidents caused by the failure 
of some part of the steam locomotive, together with the 
number of persons killed or injured for the years 1934 
to 1939, inclusive, is shown in Table I. 

Table II shows the number of accidents and casualties 
caused by the failure of some part or appurtenance of 
the steam locomotive boiler for the years 1912, 1915, and 
1934-1939, inclusive. Table III shows the number of 





arene 


Table II.—Accidents and Casualties Caused by Failure of Some 
Part or Appurtenance of the Steam Locomotive Boiler* 
Year ended June 30— 
fr —_— “a, 
1939 1938 1937 1936 1935 1934 1915 1912 





Number of accidents ........ 52 59 63 75 68 #63 424 956 

Number of persons killed ... 15 5 19 10 24 ig? obs 91 

Number of persons injured .. 55 59 73 80° 119 77 467 4,005 
* The original act applied only to the locomotive boiler. 





casualties in connection with steam locomotive accidents 
classified according to occupation. 


Boiler Explosions 


Six boiler explosions occurred during the past fiscal 
year and are commented on in the report. All of these 
explosions, in which 12 persons were killed and 11 were 

























The Results of a Broken Crosshead Arm When the Locomotive 
Was Moving at an Estimated Speed of 40 M. P. H. 
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Table IlI._Number of Casualties Classified According to Occupation—Steam Locomotive Accidents 





Year ended June 30 —-————_- & 








1939 
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CameING a ic sia wm cocretesvacnadeeees es ie 5 
CMRI cai t ae cree Ok cate ocare menace. oe 6 
Roundhouse and shop employees: 
MERI IRIIHEMERE. oie axe Grace neler ae ain ol cas anise 1 1 oe 
Machinists es 2 aa 
Foremen a ae ae 
Inspectors aS 
Watchmen 1 2 
Maile WARNGES  5c5 osc eco cad cn on wee ness we ea 
PRGSUIOES Si eiere in icis ele ec ace ned octave ew eieccieu e166 6 1 
Other roundhouse and shop employees .... a Z 
Olilidr  CMpleeee ccs ce ccccee ce cncacseceee sels es 2 
GNOME NOOE ioe oc crs ie veneoaes cme cede aces 2 14 
WGtAl S kloicnr cca nes meted Sacer ene 15 164 7 








A Flue Failure at a Safe End Weld due to Overheating the Metal 
During the Welding Operation—This Accident Resulted in the 
Serious Injury of One Employee 


injured, were caused by the overheating of crown sheets 
due to low water. 


Extension of Time for Removal of Flues 


A total of 1,009 applications were filed for extensions 
of time for removal of flues, as provided in Rule 10. The 
investigations of the bureau disclosed that in 64 of these 
cases the condition of the locomotives was such that ex- 
tensions could not properly be granted. In the case of 
31 locomotives, conditions were such that full extensions 
requested could not be authorized, but extensions for 
shorter periods of time were allowed. Requests for 56 
extensions were granted after defects disclosed by the 
bureau’s investigations were repaired. Fifteen applica- 
tions were cancelled for various reasons. Extensions 
for the full time requested were granted in 843 cases. 


Locomotives Propelled by Power Other Than Steam 


There was an increase of one in the number of acci- 
dents occurring in connection with locomotives other 


1938 1937 1936 1935 
encanta (emanates eS, ee ae 
ed Injured Killed Injured Killed Injured Killed Injured 

70 8 106 + 75 7 65 
80 5 78 6 72 4 70 
31 3 30 3 28 2 26 
6 ] 18 13 a 10 
7 a 10 2 3 
2 Z y. Ae 6 
Pie x 2 4 1 3 
1 aa 3 7 y 
1 a 2 a 1 
we 1 1 1 1 1 1 
6 ae 9 3 3 
1 os a 2 6 
3 1 14 5 14 49 
7 4 10 2 4 2 
"216 25 283 16 215 29 267 


than steam and an increase of one in the number of 
persons injured as compared with the previous year. 
No deaths occurred in either year. 

During the year 6 per cent of the locomotives inspected 
were found with defects or errors in inspection that 
should have been corrected before the locomotives were 
put into use as compared with 7 per cent in the previous 
year. There was an increase of 5 in the number of 
locomotives ordered withheld from service by the in- 
spectors, because of the presence of defects that rendered 
the locomotives immediately unsafe. 


Specification Cards and Alteration Reports 


Under Rule 54, of the Rules and Instructions for 
Inspection and Testing of Steam Locomotives, 131 
specification cards and 4,493 alteration reports were 
filed, checked, and analyzed. Corrective measures were 
taken with respect to numerous discrepancies found as 
a result of checking these reports. 

Under Rules 328 and 329 of the Rules and Instruc- 
tions for Inspection and Testing of Locomotives Other 
Than Steam, 252 specifications and 90 alteration reports 
were filed for locomotive units and 60 specifications and 
36 alteration reports were filed for boilers mounted on 
locomotives other than steam. These were checked and 
analyzed and corrective measures taken with respect to 
discrepancies found. 

No formal appeal by any carrier was taken from the 
decisions of any inspector during the year. 
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Patrons of the Reading’s “Rail Rambles” Get Lots of Fresh Air on 
the Rear-End “Observation” 











I. C. C. Lets Bondholders Take All 





in MOP Revamping 


Common and preferred equities are wiped out; commission 
states its basic reorganization philosophy 


INDING, as it has in numerous other railroad 
FE’ reorganization cases, that the common and pre- 

ferred stock of the Missouri Pacific has no value 
and should be accorded no representation in the new 
company, the Interstate Commerce Commission, on 
January 17, placed its stamp of approval on a final plan 
of reorganization for this road which will reduce the total 
capitalization from $671,205,664 to $560,478,900 and the 
total annual fixed and contingent charges from $29,108,- 
019 to $21,695,499. At the same time the commission, in 
its 300-page report, the largest one to be issued thus 
far, condemned the debtor’s proposed plan as calling for 
too large a capitalization and reaffirmed the fact that in 
this case, as in others recently decided, it was following 
the philosophy of the Boyd case in which the United 
States Supreme Court had held that in a railroad reor- 
ganization the claims of all the creditors must be satis- 
fied in full before the equity holders could legally share 
in the assets of the new company. The plan would be 
effective as of January 1, 1940. 

The debtor company had contended that Examiner 
Jewell’s proposed report, details of which were given 
in the Railway Age for October 29, 1938, page 622, was 
contrary to law in that it did not approve the debtor’s 
modified plan, which, it contended, represented a com- 
position agreement between the creditor and stockhold- 
ers. It further urged that section 77 of the Bankruptcy 
Act contemplated that compositions by stockholders with 
creditors be entered into. 


Says Debtor's Capitalization Is Too High 


The commission finds that despite the fact that many 
of the creditor groups were willing to go along with the 
debtor’s modified plan, it is not in the public interest, 
“since it would result in an excessive capitalization of 
the new company with too great a proportion of the 
capitalization represented by debt having a fixed maturity 
date and does not give recognition to that part of the 
creditors’ claims representing interest which has not 
been earned by the debtors.” 

At this point in its decision the commission states that 
in rejecting the debtor’s modified plan and promulgating 
its own, it has endeavored to follow the principles ap- 
plicable in reorganization proceedings in the equity courts, 
the decision most frequently cited as an exponent of such 
principles being the case of Northern Pacific Railroad 
Company v. Boyd, 228 U. S. 482. It goes on further 
to point out that in a former reorganization proceeding 
this same principle was stated as the controlling one, and 
a contention similar to that advanced by the Missouri 
Pacific in this case was rejected. The case referred to 
is the Chicago & Eastern Illinois reorganization case; 
the commission also cites a recent case in the Supreme 
Court, Case et al. v. Los Angeles Lumber Products 
Co., Ltd., 308 U. S. 106 (decided November 6, 1939), 
which held that even though the bondholders unanimously 
agreed to a composition with the stockholders, yet if the 
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creditors were not fully compensated for their securities, 
the district court must find that the plan was not in the 
public interest. Although the latter case was one under 
section 77b of the Act, yet the same principles undoubt- 
edly will be carried over into the railroad section. 


MOP Urged “Quid Pro Quo” Theory 


Counsel for the debtor had further contended that 
even under the Boyd case principle of reorganizations, 
some participation in the new company may, and should 
be offered to its present stockholders on a “quid pro quo” 
basis, It had contended that a plan under which the full 
equitable rights of the creditors are not fully recognized 
may be considered as equitable when the creditors enter 
into an agreement under which they receive, in exchange 
for the rights given up, a quid pro quo satisfactory to 
them. The compensatory rights to be obtained by the 
creditors, which they do not now possess, are a granting 
to them of voting power, conversion privileges, unlimited 
participation in profits through ownership of the com- 
mon stock equity, better and more valuable liens and the 
avoidance of contest by litigation between parties to the 
proceedings with consequent protracted delay in the con- 
summation of the plan. 

It is the view of the commission that the only one 
of these which the creditors have considered to be of 
any value is the avoidance of delay in the effecting of a 
plan of reorganization. “If the present Missouri Pacific 
stockholders are to be excluded from any interest in the 
reorganized company by reason of a finding that their 
present interests are without value,” says the commis- 
sion, “it would seem to follow that the other alleged 
compensatory rights would accrue to the creditors in any 
event.”’ 


Commission’s Duty Is to Expedite Plan 


“As to the avoidance of delay and litigation,” con- 
tinues the commission decision, “our duty is to approve 
a plan which in our opinion is fair and equitable, in the 
public interest, and in accordance with the law of the 
land. Having performed that duty to the best of our 
ability, we cannot assume that litigation will or will not 
follow our approval of a plan, whether it be the debtor’s 
modified plan or some other plan, nor can we predict, 
should litigation be instituted, who all or any of the dis- 
satisfied litigants might be at the time. In our opinion, 
any benefits as alleged by the debtor, based on possible 
elimination of such future litigation does not constitute 
compensatory benefit to the creditors as to warrant our 
approving the debtor’s modified plan, if we find that other- 
wise it violates the principles applicable in reorganiza- 
tions in the equity courts.” 

Under the plan as approved by the commission there 
will be consolidated into a new company the properties 
of all of the 26 debtors comprising the present Missouri 
Pacific system (excepting the property of the Missour!- 
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Illinois) together with the properties. of the Kansas- 
Missouri Elevator Company, Natchez & Louisiana Rail- 
way Transfer Company, and the Velasco Wharf & Ware- 
house Company, which are subsidiary but not railroad 
companies and therefore not debtors in this case. No 
plan of reorganization for the Missouri-Illinois is ap- 
proved at this time. 


Comparison of Old and New Capitalizations 


The capitalization of the new company immediately 
upon reorganization under the approved plan, compared 
with the capitalization of the present system, exclusive 
of delinquent interest and unpaid cumulative preferred 
dividends, is as follows: 


Capitaliza-  Capitaliza- 
tion after tion of 
: f reorganiza- Present 
Fixed interest debt tion System 
Batiipment GnGAIONS: .:6 ccc yc cssaces $13,715,000 
Plaza-Olive Bldg. 15-yr. first mtge. bonds.... 711,500 
First-mortgage bonds 
SERENE eee 8 oho o ove Sa wees ee $31,779,500 
SestER TEE ater cs eke adie omeceltias 126,921,000 
——_—_——— 158,700,500 
NEWGATE po Satin cin tcc a ceee wale dees 14,433,500 


Total $187,560,500 $505,033,721 


Contingent interest debt 
General-mortgage bonds 





ORES Mis cok Sieciensedemoedce $22,727,000 
SOCIRAMEN ate aes cco Mes ware ui eec 97,934,000 
—————  $120,661,000 $13,807,700 
Preferred Stock 
VIG ROMONEENE. 5 oid 5) Vis Bere ee etwas 39,189,500 
SOCOMMEUERIESNER. 6. o605.0 ehccte eed vonaves *76,311,500 
PORCH TINMIMELOE eco acetic sles vie da cued ae 115,501,000 70,190,100 
LOG TLECLEC. kel. "ei oa oO eran *136,756,400 82,174,143 
SOCAN CARMGMNEANION. 5 b.0cis Cea cocetooweees 560,478,900 671,205,664 





* No-par-value. Value stated at $100 a share. The amount of common 
stock shown does not include any stock to be issued in settlement of gen- 
eral unsecured claims against the Missouri Pacific Railroad Company and 
New Orleans, Texas & Mexico Railway Company, debtors. 

The following table gives a comparison of the annual 
charges of the new company immediately upon reorgani- 
zation under the approved plan with the annual charges 
of the present system. 








Annual Annual 
Charges Charges 
after re- of Present 
organization System 
MAUR Gils PEER edn Ere ews aaa, 7,286,804 24,770,052 
Capital expend. fund (est.)...............-- Woe be saacanitngti 
Contingent interest (including 2% on Plaza- 
{Olive Bdge DOndey) % osi6c sca pcice ces sees 5,330,340 828,462 
Sinking fund payments on contingent interest 
CON orate cia once cu raetece ce duead Cue GOS405 knew dt. 
Total charges prior to dividends on stock.... 15,920,449 25,598,514 
Preferred dividends: 
PUIOEPrelenred: —. oe ceecceeceys $1,959,475 
Second-preferred .............. 3,815,575 
——————_ 5,775,050 3,509,505 
Rotel asineial Charges 6c bo. ee occwneSek $21,695,499 $29,108,019 


Treatment of Bondholders 


The holders of bonds of the classes stated below will 
receive for each $1,000 bond and all unpaid interest 
thereon as of January 1, 1940, approximately the fol- 
lowing amounts of cash and new securities : 

Pacific Railroad of Missouri first-mortgage four per cent bonds, 
$17 cash and $1,000 of new 10-year collateral trust notes ; 

Pacific Railroad of Missouri Carondelet Branch first-mortgage 
4¥%-per cent bonds, $11 cash and $1,000 of new 10-year collateral 
trust notes ; ; 

Pacific Railroad of Missouri second-mortgage 5-per cent bonds, 
$1,000 of new 10-year collateral trust notes; 

Missouri Pacific third-mortgage four per cent bonds, $7 cash, 
and $1,000 of new 10-year collateral trust notes; 

Pacific Railroad of Missouri, St. Louis City real estate first- 
- Mortgage five per cent bonds, $8 cash, and $1,000 of new 10-year 
collateral trust notes ; 

Missouri Pacific first and refunding-mortgage five per cent 
bonds, $7 cash, $300 of new series-B 4-per cent first-mortgage 
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bonds, $350 of new series-B 4%4-per cent general-mortgage bonds, 
$150 par value, of new prior-preferred stock, 2.5 shares of new 
no-par value second-preferred stock, and 2.98 shares of new 
no-par value common stock; 

Missouri Pacific general-mortgage four per cent bonds, 7.49 
shares of new no-par value common stock ; 

Missouri Pacific secured serial 514 per cent bonds, 3.97 shares 
of new no-par value common stock; 

Missouri Pacific 20-year convertible 514-per cent bonds, 2.42 
shares of new no-par value common stock; 

St. Louis, Iron Mountain & Southern, River and Gulf divisions 
four per cent first-mortgage bonds, $7 cash, and $1,000 of new 
series-B 4-per cent first-mortgage bonds ; 

Plaza-Olive Building first-mortgage 6-per cent bonds, $1,000 of 
new Plaza-Olive Building first-mortgage bonds, bearing interest 
as hereinbefore stated; 


Cairo & Thebes Holders to Get New Bonds 


Cairo & Thebes first-mortgage four per cent bonds, $13, cash, 
$750 of new series-B four per cent first-mortgage bonds, and 
$250 of general-mortgage series B 4%4 per cent bonds; 

Boonville, St. Louis & Southern first-mortgage 5-per cent 
bonds, $274 of new series-B four per cent first-mortgage bonds, 
and 2.74 shares of new no-par value second-preferred stock; 

Central Branch Union Pacific first-mortgage four per cent 
bonds, $270 of new series-B four per cent first-mortgage bonds, 
$328 of new series-A cumulative four per cent general-mortgage 
bonds, $472, par value, of new prior-preferred stock and 1.73 
shares of new no-par value second-preferred stock; 

New Orleans, Texas & Mexico 414-5% per cent first-mortgage 
bonds, $11 cash, and average of $555 of new series-B first-mort- 
gage four per cent bonds, an average of $251 of new series-A 
cumulative four per cent general-mortgage bonds, an average 
of $201 of new series-B 4% per cent general-mortgage bonds, 
and an average of 1.70 shares of new no-par value second-pre- 
ferred stock; 

New Orleans, Texas & Mexico income mortgage five per cent 
bonds, $3 cash, $485 of new series-B four per cent first-mortgage 
bonds, $220 of new series-A cumulative four per cent general- 
mortgage bonds, $175 of new series-B 4% per cent, general- 
mortgage bonds, and 1.54 shares of new no-par second-preferred 
stock ; 

International-Great Northern five-six per cent first-mortgage 
bonds, an average of $399 of new series-A four per cent general- 
mortgage bonds, an average of $251 of new series-B 41% per cent 
general-mortgage bonds, an average of $148, par value, of new 
prior-preferred stock, an average of 2.01 shares of new no-par 
value second-prefered stock, and an average of 3.51 shares of 
new no-par value common stock; 

International-Great Northern adjustment-mortgage six per 
cent bonds, 5.18 shares of new no-par value common stock. 


Little Rock & Hot Springs Western Bonds 


The trustee under the mortgage securing Little Rock 
& Hot Springs Western first mortgage four-per cent 
bond will receive $686,500, par value, of new prior-pre- 
ferred stock, 2,280 shares of new no-par value second- 
preferred stock, and, in addition, $453,600, of notes of 
Rock Island, Arkansas & Louisiana, guaranteed by the 
Chicago, Rock Island & Pacific in consideration for the 
release by the mortgage trustee of that part of the line 
of railroad of the Little Rock & Hot Springs Western 
extending from Benton to Hot Springs, Ark., and for the 
release of the new company from any obligations in con- 
nection with the above mortgage. 

The claim of the Reconstruction Finance Corporation 
upon the secured notes of the Missouri Pacific held by 
it would be paid by $317,650 cash, $23,135,000 of new 
series-A 334-percent first-mortgage bonds, $2,859,000 
of new series-B 414-per cent general-mortgage bonds, 
— shares of new no-par value second-preferred 
stock, 

The claim of J. P. Morgan & Company and participat- 
ing banks upon notes evidencing loans to the Missouri 
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Pacific, will be paid $81,100 cash, $5,850,000 of new 
series-A 334-per cent first-mortgage bonds, $731,000 of 
new series-B 414-per cent general mortgage bonds and 
14,520 shares of new no-par value second-preferred stock. 


R. C. C. to Get First Mortgage Bonds 


The claims of the Railroad Credit Corporation upon 
the secured notes of the Missouri Pacific and Inter- 
national-Great Northern held by it, will be paid by ap- 
proximately $2,794,500 of new series-A 334-per cent 
first-mortgage bonds. 

The plan also provides that any income or other funds 
received by either J. P. Morgan & Company and par- 
ticipating banks or the Reconstruction Finance Corpora- 
tion up to the date of consummation of the plan, upon 
any collateral held by them shall be retained by them 
and shall be applied in diminution of their claims. If 
any such receipts reduce the amounts of their claims 
existing as of the date of consummation of the plan be- 
low the claim as of January 1, 1940, the amounts of new 
second-preferred stock to be received by each of them 
will be reduced correspondingly at a rate of $100 a 
share until such allocation of new second-preferred stock 
be exhausted, after which the allotments of new series-B 
general-mortgage bonds to be received by each of them 
will be reduced until exhausted, and lastly the new series- 
A 334-per cent first-mortgage bonds to be received by 
each of them will be reduced. 

It is also provided that the Railroad Credit Corpora- 
tion shall continue, up to the date of consummation of 
the plan, to receive any income and proceeds from col- 
lateral (including pledged distributive shares under the 
marshaling and distributing plan) and apply such in- 
come and proceeds so received to or towards the pay- 
ment of principal or interest, or both, upon the notes of 
the debtors held by it. To the extent that the total of 
the claim of the R. C. C. at the date of consummation 
of the plan, will thereby be diminished from the amount 
outstanding as of January 1, 1940, the amount of series- 
A first-mortgage bonds to be received by the Railroad 
Credit Corporation, will be reduced correspondingly. 


Equipment Trusts Left Undisturbed 


All equipment trust obligations of the debtors or their 
trustee, now outstanding or which may be outstanding 
as of the date of consummation of the plan will remain 
undisturbed and the new company will assume all obliga- 
tion with respect to payment of principal and interest or 
dividends thereon. When so treated the interests of 
such classes of creditors will not be adversely and ma- 
terially affected by the plan, states the decision. 

Holders of New Orleans, Texas & Mexico capital 
stock will receive for each share thereof, approximately 
0.132 share of new no-par value common stock. There 
will be set aside for securities issued in the reorganiza- 
tion of 1917 which have not been claimed, new securi- 
cies to the same extent as for like outstanding securities 
of the debtor. The new securities so set aside will be 
exchanged for the old securities upon presentation. 

Holders of general unsecured claims against the Mis- 
souri Pacific and the New Orleans, Texas & Mexico, 
not entitled to preference, will receive 2.42 shares of new 
no-par value common stock for each $1,000 of such 
claims allowed by the court. 


Preferred Claims to Receive Cash 


Holders of preferred claims, not entitled to priority 
over the mortgages will be paid in cash as the court may 
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order, or assumed by the new company with the same 
relative priority to which they are now entitled. When 
so treated, the decision states, such preferred claims will 
not be materially and adversely affected by the plan. 

It is further provided that the Railroad Credit Cor- 
poration shall release and surrender to the new company 
its rights and interests in the debtor’s distributive shares 
under the marshaling and distributing plan, 1931, from 
and after the date of consummation of the plan, and any 
proceeds from such shares applied by the R. C. C. to 
the payment of principal or interest of and upon the ob- 
ligations of the debtor after the date of consummation 
of the plan, unless such application shall have been made 
by authority of the court of competent jurisdiction, shall 
be turned over to the new company. 


New Board Will Have 15 Members 


The plan provides that the board of directors of the 
new company shall consist of 15 members, who shall be 
elected by the voting trustees and the holders of the 
common stock so long as the voting trust shall be effec- 
tive and thereafter by the holders of the prior-preferred, 
the second-preferred, and the common stock, all being 
entitled to one vote per share. The members of the first 
board of directors will be designated as follows: Nine 
by the protective committee for the Missouri Pacific first 
and refunding mortgage bonds, one by the protective 
committee for Missouri Pacific general mortgage bonds, 
two by the protective committee for New Orleans first 
mortgage bonds, and two by the trustee under the first 
mortgage of the International Great Northern. The re- 
maining member will be the president of the new com- 

any. 
ar is also made for the sale of the property 
at an upset price if the court should see fit. Upon any 
such sale or sales, the property and assets offered for 
sale may be purchased for the benefit of the new com- 
pany by the reorganization managers, and in that event 
there shall be applied on account of the purchase price 
the distributive share of the proceeds of such sale of all 
securities the holders of which shall have assented to the 
plan, and of the securities, though not assenting to the 
plan, of all classes which shall have accepted the plan. 
If the property is sold to others than the reorganization 
managers, the plan shall be deemed inoperative except 
in so far as provision is made therein for the sale of the 
properties at such sales as may be ordered by the court. 


Miller Notes a Concurrence 


Commissioner Miller noted a concurring opinion, say- 
ing that “While I am in general agreement with the 
conclusions reached by this report, including that respect- 
ing the amount of capitalization, there are certain prin- 
ciples here adhered to by the majority with which I dis- 
agree. For my views as to these I refer to my separate 
expressions in previously decided reorganization pro- 
ceedings.” He then cites the Spokane International and 
the Western Pacific cases, in both of which he objected 
to the capital fund provision and the limitation on the 
issuance of first mortgage bonds. 





THE HEATING OF RAILWAY PASSENGER CARS in winter is be- 
ing greatly curtailed in Japan in line with the policy to save 
coal. Heating of trains on the electric lines in the Tokyo area 
will be abolished except for particularly cold periods. The cars 
of through trains will be heated between midnight and early 
morning but not during day-light hours. Branch line trains will 
be unheated all day except during early morning hours to pre- 
vent the freezing of valves and other mechanical parts. 
















remainder of Mexico will be a reality upon com- 

pletion of a new railroad which, for some time 
past, has been under construction by the Government 
of Mexico. The line, extending for a distance of 460 
miles between the gulf ports of Puerto Mexico, and 
Campeche, will connect the United Railways of Yucatan 
at Campeche with the National Railways system at 
Puerto Mexico (at Coatzacoalcos on the east bank of the 
Uspanapa River). The route of the new line lies inland 
from the Gulf Coast over relatively level terrain and 
through subtropical country in which water for steam 
locomotive boiler use is at a premium. The line—at 


peters communication between Yucatan and the 
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New Lines in Mexico Use Diesel- 
Electric Locomotives 


By T. F. Perkinson 


Transportation Department 
General Electric Company 


present but partially completed—is to be held close to 
but avoiding the foothills of the Sierra Madre del Sur. 
The maximum elevation encountered will thus be but 
500 ft. above sea-level and the maximum gradient to be 
negotiated amounts to but 1 per cent. 

In the northwestern part of Mexico a rail connection 
is being laid between Fuentes Brotantes—a station on 
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that portion of the Southern Pacific System (Inter-Cali- 
fornia Railway) which runs south of the U. S.-Mexico 
boundary—and Santa Ana, a point on the lines of the 
Southern Pacific of Mexico. This line, when completed, 
will provide rail transportation for agricultural products 
from Lower California to Mexican markets without pas- 
sage through the United States. 

This line, like that in southeastern Mexico, is a low- 
grade line with a short maximum gradient of 1.35 per 
cent, but, unlike the southeastern line, is laid over sandy 
desert country. The water problem in this section is 
as acute as, if not more so than that holding for the south- 
eastern line. 

A comparative analysis of the economies involved in 
the operation of these lines with Diesel-powered loco- 
motives has ied to the adoption of Diesel-electric motive 
power for road as well as switching service. The initial 
order for locomotives was placed by the Government of 
Mexico with General Electric, S. A., of Mexico, and two 
machines are now in operation. These locomotives are 
intended ultimately for switching service, but are at 
present being used in work-train service assisting in the 
completion of the two construction projects outlined 


above. 


While Diesel locomotives have been used in industrial. 


service in Mexico, these two have the distinction of being 
the first Diesel-electric locomotives furnished for regular 
railway operation in the republic. 

The locomotives are semi-streamlined, both cab and 
trucks being of fabricated construction. The power 
plant is a Cooper-Bessemer, 500-hp., 750-r. p. m., 4-cycle, 
6-cylinder Diesel engine, direct-connected to a General 
Electric generator. The motors are series-wound, force- 
ventilated, traction motors, having a continuous rating 
of 108 hp. each. They are nose-suspended and geared to 
the axle with a ratio of 5.06. The locomotive weighs 
130,000 Ib., and has a continuous tractive effort of 17,- 
900 Ib. at 8 m. p. h., full engine horsepower being afford- 
ed up to 17 m. p. h. Compressed air is supplied by a 
double-voltage compressor, operating from the main gen- 
erator when the engine is idling and from the exciter 
when the engine is running its speed. All other auxili- 
aries are driven directly from the engine through sheaves 
and vee belts. The 56-cell Exide Ironclad starting and 
control battery is charged under regulated generator 
voltage while the engine is idling. A trickle charge of 
the battery is also obtained while the engine is running at 
high speeds. 


I. C. C. Starts After Rate 
And Classification Data 


WasuincTon, D. C. 


ETTING under way with the work of gathering 
G data relating to the “many subjects” which “must 

be explored” in its general investigations of the 
class rate structure, the consolidated freight classification 
and the motor freight classification, the Interstate Com- 
merce Commission, Division 2, last week issued a notice 
and two orders in connection with those proceedings. 
The notice lists 16 subjects to be studied, but it is not 
intended to exhaust all possible matters “which it may 
be necessary to consider in these extensive proceedings ;” 
while the orders call for information relating to the past 
and present consolidated freight classification and pro- 
posals for future classifications, and detailed data on 
every shipment (both carload and 1. c. |.) terminated 
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during the test period consisting of the second Wednes- 
day in each month of 1939 by each Class I road report- 
ing 1937 revenues of $1,000,000 from less than carload 
business: 

The latter is appraised in railway circles as a tremen- 
dously big job, and thus some attempt to have the 
requirements of the order modified may be expected. 
With respect to the test period, a footnote in the com- 
mission’s notice says that the respondents may submit 
a different test period containing a different assortment 
of days “if they can unanimously agree upon such a 
plan.” Forty-five Class I roads are included in a list of 
those with 1937 gross of $1,000,000 from 1. c. I. 


Cites “Broad Objective” of Probes 


The notice relates to all three of the above-mentioned 
proceedings—No. 28300, Class Rate Investigation, 1939; 
No. 28310, Consolidated Freight Classification ; and No. 
MC-C 150, Motor Freight Classification. ‘ “The broad 
objective,” says the notice, “is to determine whether the 
present class-rate structure within the territorial scope 
of these proceedings can be simplified, and a lawful rate 
structure better suited to existing conditions can be estab- 
lished.” This objective, the notice goes on, requires the 
consideration of many matters, among them: (1) 
Whether one rate level, or fewer and more closely re- 
lated rate levels than now exist, are lawful and desirable 
in the territory embraced in No. 28300; and (2) whether 
the establishment throughout the country of a rail and 
water classification, and a motor classification, simplified 
and uniform or more nearly uniform when compared 
with the present consolidated freight classification, is 
lawful and practicable. 

Inquiries into the general aspects of the matters in 
issue are contemplated ; but “except as may be otherwise 
specified in future notices, in the early stages of the 
hearings evidence will not be received pertaining to in- 
dividual rates or to the classification descriptions, min- 
ima, and ratings on individual articles, save to the extent 
necessary to develop and illustrate facts relevant and 
material to the general aspects.”” Meanwhile, the afore- 
mentioned list of 16 subjects is set up “for the purpose 
of assisting the parties . . .;” but it is not intended “to 
circumscribe parties in the presentation of evidence on 
other subjects within the issues.” The list follows: 


1. The present differences between the levels, intraterritorially 
and interterritorially in and between official, southern, south- 
western, and western trunk-line territories. of (a) class rates, 
and (b) rates on all other traffic. 

2. The method or methods to be used in the construction of 
interterritorial class rates, if more than one rate level is pre- 
scribed. 

3. The progressions in the present class-rate scales applicable 
in official, southern, southwestern, and western trunk-line terri- 
tories. 

4. Shall the progression in the. class rate scales be the same 
for less-than-carload or other unit of volume as for carload? 

5. Percentage relations between the rates on the various classes. 

6. Feasibility of prescribing minimum and maximum or pre- 
cise class rates. 

7. The extent to which the class-rate traffic of railroads is 
affected by the competition encountered from motor carriers and 
water carriers, common, contract, and private. 

8. The effect upon the movement of class-rate traffic of traffic 
transported on basis of all-commodity rates, and of traffic handled 
by forwarder companies. 

9. The desirability of stating separately the charges or allow- 
ances for pick-up and delivery services, where those services are 
performed or allowances made in lieu thereof, on traffic moving 
under class rates. 

10. The classification principles or elements to be considered 
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and employed in the determination of appropriate classification 
of articles, and whether they shall be the same for the motor 
classification as for the rail and water classification? 

11. The number of classes necessary for a classification of 
freight for rail, water, and motor transportation. 

12. Shall the classification of freight for rail, water, and motor 
transportation be revised to accord more or less importance to a 
weight-space basis, with less or more regard to value? 

13. Shall the descriptions of articles and packing requirements 
be the same for the motor classification as for the rail and water 
classification ? : 

14. To the extent that sizes of railroad car and truck body are 
to be considered in the determination of minimum weights ap- 
plicable in connection with carload and truckload ratings, what 
sizes of car and truck body shall be used as the standards? 

15. The desirability of making less-than-carload and less-than- 
truckload ratings vary with the weight or volume of the ship- 


ment. 

16. The practicability or necessity of a uniform basic classifica- 
tion of freight for all rate territories (a) for all transportation 
agencies, or (b) for each transportation agency. 


Commission Plans to Make Studies 


It is for certain studies which must be made by the 
commission “to enable it to obtain the objective of these 
investigations” that the data sought in the two orders are 
desired. Also, it is the purpose of the commission to 
have its staff prepare certain studies which are to be 
offered in evidence. Staff studies thus far selected are: 
(1) Relative growth in industry, wealth, population, etc., 
of the different parts of the United States; (2) terri- 
torial variation in the cost of freight service on Class I 
railroads in the United States; and (3) rate progressions 
in distance scales prescribed by the commission. In 
closing, the notice suggests that “‘much time and expense 
can be saved to all concerned if as far as possible the 
interested parties will arrange for a consolidation of 
their studies and will cooperate in the presentation of 
evidence.” 

The order calling for data on shipments during the 
test period itemizes the information which it wants with 
respect to each individual shipment terminated in a line- 
up running from “a” to “s.” Among other things it 
calls for the name of the originating carrier and the 
station of origin; the termination station on the report- 
ing carrier’s line; number of roads participating in the 
line-haul; reference to the applicable classification ; 
weight; distance transported, separated as between 
origin, termination and intermediate territories; length 
of shortest route over which traffic might have been 
transported without transfer of lading; revenue, broken 
down to show that accruing to railways in the different 
territories as well as to individual roads; percentage of 
first class at which article comprising the shipment is 
rated in official, western and southern classifications ; 
whether the classification rating or an exception applied ; 
whether the shipment involved a water movement; and 
whether special rates, such as export, import or propor- 
tional rates, applied. These reports are due May 15. 

The other order, calling for information and proposals 
with respect to the classifications, requires reports by 
April 15 on the following matters : 

1. According to what principles are articles assigned. to the 
various classes in the classification? 

2. Are the same principles observed in the assignment of 
articles to the various classes in the classification now as ten 
years ago? If not, to what extent and why have they been 
changed ? 

3. Has respondent under consideration any proposal to sim- 
Plify the classification? If so, describe the proposal. 

4. Has respondent under consideration any proposal for com- 
pletely unifying, or for promoting greater uniformity among, the 
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three major freight classifications? If so, describe the proposal. 

5. Furnish an analysis of the classification currently in effect, 
comparing it with each of the two other major classifications, as 
to number of ratings, and differences in assignment of articles 
to the several classes; also a similar analysis of the classification 
in effect ten years ago. 

6. Furnish a statement showing the number of reductions in 
less-than-carload and any-quantity ratings in the classification 
made on December 24, 1936, and on subsequent dates, solely or 
primarily for the purpose of uniformity. 

7. Furnish a statement showing changes made in ratings (other 
than reductions included in 6 above) in 1929 and in each sub- 
sequent year, indicating as to each change: 

(a) Whether the change was in a less-than-carload or carload 
rating (treating any-quantity ratings as less-than-carload). 

(b) The old and new ratings. 

(c) Average or usual weight per cubic foot and value per 
pound of the article on which the rating was changed. 


Bureau of Safety 
Annual Report 


WasuincrTon, D. C. 


AKING his last annual report as director of the 
M Bureau of Safety, Interstate Commerce Com- 

missioner William J. Patterson reviewed the 
fiscal year ended June 30, 1939, in a 52-page pamphlet 
setting forth in the usual form results of inspection of 
safety-appliance equipment on railroads, together with in- 
formation concerning the hours-of-service records of 
employees, installations of signals, investigation of acci- 
dents, and other activities of the Bureau. Mr. Patter- 
son who had been director of the Bureau of Safety since 
March, 1934, became a member of the commission by 
appointment from President Roosevelt last July; Shirley 
N. Mills succeeded him as head of the Bureau. 

During the year under review a total of 1,144,168 cars 
and locomotives was inspected, 29,232 or 2.55 per cent 
were found defective, as compared with 2.41 per cent 
defective out of the 1,213,081 inspected in 1937-38. The 
percentage defective in 1938-39 (the above-mentioned 
2.55 per cent) was greater than in any of the preceding 
nine years, and compares with a post-1930 low of 1.83 
per cent in 1931-32. 


Air-Brake Tests 


Air-brake tests were made on 2,508 trains, consisting 
of 110,467 cars, prepared for departure from terminals ; 
air brakes were found operative on 110,390, or 99.93 per 
cent, of these cars. This percentage, however, was at- 
tained only after 753 cars having defective or inopera- 
tive brakes had been set out, and repairs had been made 
to the brakes of 700 other cars in the trains. “It should 
be borne in mind,” the report says in that connection, 
“that these figures refer to trains which had been pre- 
pared for departure; yet when afterward tested by our 
inspectors, it was found necessary to repair the brakes 
or set out an average of nearly three cars for every five 
trains.” Similar tests on 805 trains arriving at terminals 
with 39,979 cars showed that the air brakes were opera- 
tive on 98.55 per cent of the cars—the cars with inoper- 
ative brakes averaging slightly over two for every three 
trains tested. 

Commenting on the program for equipping cars with 
AB brakes, Mr. Patterson reviews reports which “dis- 
close clearly that the improvement is not being effected 
as scheduled”—a fact that “has been pointed out in each 
annual report of this Bureau for the past four years.” 
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He adds that “appropriate action to expedite this improve- 
ment is required.” During the year under review 43,234 
additional cars were equipped, bringing the total to 13.64 
per cent of the number of cars used in interchange serv- 
ice, This 13.64 per cent is a composite figure, repre- 
senting 14.47 per cent of the railroad-owned cars and 8.27 
per cent of those owned by private car lines. Meanwhile, 
4% years or 45 per cent of the 10-year-period allotted 
for making the improvement had elapsed on last June 30; 
and “a considerable number of car owners have not even 
started .. ., the equipped cars . . . having been reported 
by only 88 railroads and 77 private car lines.” The 
Bureau next observes that further tests are required for 
final determination of the proper cleaning period for AB 
brake equipment, now fixed tentatively at 36 months by 
the Association of American Railroads. 

Co-operative action with the A. A. R., referred to in 
the previous report, has been continued for the purpose 
of improving the condition of couplers, draft gears, and 
their attachments and supports, with a view to eliminat- 
ing or reducing the parting of trains due to slip-over 
of knuckles “which at prevailing high speeds with long 
trains is a serious hazard in operation.” Note is taken 
of the fact that the deadline date for the elimination from 
interchange service of cars equipped with arch-bar trucks 
was extended by the A. A. R. to last December 31 with 
a definite provision that there would be no further ex- 
tension. Also, mention is made of the Bureau’s co-opera- 
tion with A. A. R. in developing revised specifications 
for the structural design of new passenger-train cars. 

Again the Bureau mentions “the importance of provid- 
ing braking methods and apparatus to control high-speed 
trains properly,” in which connection it has continued 
to cooperate with the railroads and the brake manufac- 
turers. “Considerable activity,” the report goes on, “is 
evident in the development of new brake designs of 
disk, rotor and drum types which do not utilize treads 
of car wheels as braking surfaces, as well as further 
improvements in valvular mechanisms, devices to pre- 
vent sliding of wheels and means for sanding rails under 
all wheels simultaneously with brake applications, in 
order to provide the basic essentials of adequate retarda- 
tion rate and rail-wheel adhesion. As yet these experi- 
ments and tests have not proceeded far enough to war- 
rant any conclusions as to the relative efficiency of pro- 
posed systems of this type as compared with brake sys- 
tems now in service.” The Bureau’s observations of 


these tests will continue as will its scrutiny of the results 
of last year’s A. A. R. tests of trucks designed for high- 
speed freight service. 

During the 1938-39 fiscal year, 171 of the 779 rail- 
roads filing hours-of-service reports reported a total of 
3,783 instances of all classes of excess service—a de- 
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crease of 749 instances as compared with the previous 
fiscal year. As was the case in 1937-38, wrecking and 
relief service, derailments and adverse weather condi- 
tions were in order the three most important causes of 
1938-39’s excess service among train-service employees, 


Work Under Signal Inspection Law 


As of January 1, 1939, there were 64,663 miles of 
road (95,345 miles of track) equipped with atomatic 
block signals. On the same date there were 10,565 miles 
of road (20,425 miles of track) equipped with automatic 
train-stop, train-control and cab-signal devices. Under 
the so-called Signal Inspection Law—one of railway 
labor’s “make-work” measures enacted in 1937—the 
commission received during fiscal 1938-39, a total of 
757 applications for approval of proposed discontinu- 
ance or modification of installations, a total of 1,176 
applications having been filed since the law became ef- 
fective. Of these applications, 809 were acted upon dur- 
ing the year under review, 807 being approved and two 
disapproved. The report gives a brief outline of the 
procedure which has been adopted in connection with 
these applications, and continues to a highlight review 
of the applications upon which hearings have been held. 
Reference is also made to the rules, standards, and in- 
structions called for by the Signal Inspection Law which 
were prescribed by the commission last April with a 
September 1, 1939, effective date. 

Alleged violations of the safety-appliance laws in 49 
cases, comprising 83 counts, were transmitted to United 
States attorneys during the year; also, two cases com- 
prising 11 counts alleging violation of the hours-of- 
service laws. On June 30, 1939, there were pending in 
the various district courts 40 safety-appliance cases con- 
taining 87 counts and four hours-of-service cases con- 
taining 18 counts. 

The report’s section on the Bureau’s accident-investi- 
gation work reviews briefly the 1938 accident statistics 
which were covered in the Railway Age of November 
11, 1939, page 748. Also, it reveals that during the 
1938-39 fiscal year the commission received reports of 
1,298 collisions and 3,121 derailments; in these 133 
persons were killed and 828 injured, as compared with 
195 killed and 1,115 injured in 1937-38’s 1,469 collisions 
and 3,823 derailments. The year’s work of the Bureau 
included 2,010 man-days devoted to investigations of 
accidents. Meanwhile, 18,839 man-days were devoted 
to regular inspection work, 1,166 man-days to procur- 
ing legal evidence of violations of law, and 1,235 man- 
days to special investigations. Among the latter were 
examinations of 25 safety devices, opinions upon which 
were transmitted to proprietors or their agents. 











Communications... 


Says ‘Trade Barriers” 
Hurt the Railroads Too 


Worcester, Mass. 
To THE Epitor: 

As an individual whose research may be said to be an original 
basis for the so-called “Barriers Bandwagon,” I suppose I 
should consider myself in the class to be pitied for my ignor- 
ance in undertaking such a job of research or should make 
some comments in defense of my conclusions on this subject. I 
should prefer to do the latter. I can only express my amaze- 
ment that the editors of Railway Age should attack Secretaries 
Hopkins and Wallace for their interest in removing obstruc- 
tions to interstate commerce. I should have supposed that the 
railroad industry, as the most important commercial transport 
agency of the country, would have a considerable stake in keep- 
ing clear the channels of interstate trade. 

Rather than “pooh-poohing” state isolationist laws as “some 
trifling impediments” giving “barrier complaintants just the shred 
of reason which they need for their campaign” to aid the truck- 
ing industry, I should recommend a brief survey of some facts. 
For example, in one specific case a single quarantine barrier, 
which affected shipment of dairy cattle from several mid-western 
states into New York markets, so drastically curtailed the mar- 
ket after 1932 that the interstate dairy cattle shipments of Wis- 
consin alone declined from an average of 9,338 head per year 
prior to 1933, to an assumed average of 851 head afterwards. 
During the six years after 1932 for which statistics are complete, 
the entire loss of market thus sustained by only one state as a 
result of only one barrier measure was something over 50,000 
dairy cattle. So far as I can discover, all of those cattle shipped 
from Wisconsin to New York moved by rail. 

Figuring an average of 50 cows per cattle car, it would seem 
that this same barrier thus deprived the railroads of approxi- 
mately 1,000 carloads of traffic. By how much one would have 
to multiply this figure if it were. possible to measure statistically 
the effects of some 600 to 1,000 such discriminatory laws the 
writer would not venture to guess. However, if 1,000 carloads 
of cattle are but a trifle to the railroads——hardly worth a snap 
of the fingers—they represent a considerable item of business to 
many people engaged more directly in trying to earn a living by 
agriculture or trade. 

I am sorry that I am too busy to analyze the editorial in 
Railway Age completely enough to separate the name calling, 
emotionally colored phrases from attempts to apply economic 
reasoning to prove interstate trade barriers are but figments of 
some peoples’ imaginations. 

F. EuGENE MELDER, 
Assistant Professor, 
Economics & Sociology, 
Clark University. 

[Professor Melder’s letter is commented upon in the leading 

editorial herein.—Ep1rTor] 


A “Classic” Freight Run 


SEATTLE, WASHINGTON. 
To tHe Eprror: 

The Chicago, Milwaukee, St. Paul & Pacific operates on its 
Coast division a “Rock Special” which could truly be called a 
“classic freight train.” Originating at a quarry on the logging 
toad of the Weyerhaeuser Timber Company at the head of a 
2.25 per cent grade on the west slope of the Cascades, the 
special, after interchange to the Milwaukee, continues to May- 
town junction, Wash., where a portion of its load is diverted to 
the Willapa Harbor branch for movement to Longview, while 
the remainder of the freight continues to Hoquiam on the Gray’s 
Harbor line. The cars hauling rock moving to Longview on the 
Columbia river are towed 60 miles downstream to Baker’s Bay 
where the rock is being used on the north jetty as an aid to 
navigation, The rock moving to Hoquiam is being used on a 
new breakwater for the protection of shipping in Gray’s Harbor. 
Frequently the train consists of 70 flat cars each 40 ft. in 


length, with a load limit of 125,000 lb. or a total train lading of 
approximately 8,750,000 Ib. It is obvious that the work of 
construction in the harbors cannot be delayed and the work 
on the quarry is finely co-ordinated with progress at the harbors. 
Therefore, the operations of these trains, both loaded and empty, 
between the quarry and the coast are as carefully watched as 
though they were serving military purposes. To assure safety 
of operation the harbor branch line is undergoing a general 
renewal of creosoted ties, heavier rail and new ballast reinforce- 
ment. The work performed since October 1 has resulted in a 
track structure of such quality as would be a credit to many 
main lines. 

The rock lading of the 70-car train, if given to highway opera- 
tors, would require 875 trucks of 5 tons’ capacity. It is pertinent 
to emphasize that this important federal tonnage is being 
transportated with daily precision by a railroad self-constructed, 
self-maintained and self-operated. 

EpwIN SWERGAL 


Governor Rivers 


Takes Us To Task 


To THe Eprrtor: 

In a recent issue of your publication in discussing the opinion 
of the Interstate Commerce Commission in the so-called South- 
ern Governors’ Commodity complaint case, it is charged that the 
decision was influenced by political considerations and similar 
comments have been made in newspapers and other publications 
in Official territory. 

While we in the South deprecate the short-sighted self-serving 
attitude assumed by publications sympathetic with interests in the 
East who would continue to throttle our industry, we are not 
surprised for they have fought us every step of the way. It is 
disappointing, however, that they should resort to calumny 
against those fair-minded men on the Interstate Commerce Com- 
mission who were broad and big enough to recognize the good 
of the nation as a whole against a section. It is rather odd that 
the editors of those publications could find no politics or sec- 
tional interest in the dissenting opinions of those four commis- 
sioners coming from Eastern or Official territory. Since when 
is it political for great sections of our country like the West 
and the South to file complaints against rate discriminations which 
so injuriously affect our people-and not political for the favored 
eastern rate territory to resist our efforts to bring about an 
equitable adjustment of these rates. 

Such a charge is unjust to the Interstate Commerce Commis- 
sion and unjust to the eight southern states which filed com- 
plaint with that Commission seeking relief from a burdensome 
rate discrimination. 

Personally, I do not conceive of the Interstate Commerce 
Commission acting upon political considerations. That Commis- 
sion, which has been designated by the Supreme Court as “ap- 
pointed by law and informed by experience,” has, throughout its 
long existence, maintained a standard of ability and impartiality 
possessed by few or no other administrative boards in this coun- 
try. It is very unjust for prejudiced periodicals to slander that 
Commission by designating its decision as a political one. 

While, as a matter of fact, such issues should not be tried in 
the newspapers any more than they should be decided on po- 
litical expediency, it is pertinent to answer your unjust charge 
and to give your readers some of the undisputed facts that were 
proved in the complaint against this rate barrier and to state 
something of the origin of that complaint. 

The states of Alabama, Florida, Georgia, Louisiana, Missis- 
sippi, North Carolina, South Carolina and Tennessee, having 
through their governors conferred with industrialists, traffic ex- 
perts and public service commissioners, decided to file a com- 
plaint seeking relief from what was believed to be and what has 
been held to be by the Commission as a prejudicial rate situation. 

In the opening brief filed by counsel by the states it was said 
of this conference: “The policy agreed on at this meeting was 
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to proceed by complaint before the Interstate Commerce Com- 
mission rather than by an attempt to remedy the situation by 
legislation.” 

It is true that this complaint was filed by eight states, but it 
is also true that the New England Governors Railroad Freight 
Committee, composed of New England governors, and the gov- 
ernors of New York, Delaware, New Jersey, Illinois, Indiana, 
Michigan, Ohio and Wisconsin intervened against the claim of 
the Southeastern states and presented extensive testimony, 
briefs and argument on behalf of the existing status. 

It is also true that legislation was proposed in the Congress 
seeking to amend the Interstate Commerce Act, but there is 
nothing to indicate that such legislation was political and the 
legislation was part of a general plan to remodel the Interstate 
Commerce Act. 

It appears from these facts that if the Interstate Commerce 
Commission had been subject to political influences as you 
charge, the political influence was more extensive in favor of 
the northern states than it was of the eight southern states. 

However, I have called attention to this improper and unsup- 
ported charge made against the Commission merely as incidental 
to a statement of facts in answer to what the Railway Age says. 

The article in the Railway Age correctly describes the com- 
plaint, quotes from Mr. Commissioner Eastman the charge that 
it was “a political issue’ and the statement that the case “had 
been decided in advance and without regard to the record of 
many men in public life of high and low degree.” The article, 
having projected this premise and named the residences of the 
five concurring majority commissioners, said: “The railways in 
the Pocahontas Region must be excluded from any comparison 
because their enormous density of coal traffic sharply differenti- 
ates them from all other groups of railways.” This quotation 
exactly represents what complainants, the Southeastern states, 
contended. Complainants presented cost figures and in their 
figures excluded the Pocahontas region. These cost figures 
definitely show that it costs less to haul traffic in the South than 
in the North generally and that it costs much less, some 20 per 
cent less, to haul traffic in the South than it does in New Eng- 
land. The eastern carriers did not contest this testimony, but 
frankly admitted that they made rates regardless of cost and to 
the extent that the traffic would bear. The southern carriers 
did contest these cost figures but solely on the basis of including 
the Pocahontas Region in the South and the cost witness for 
the southern carriers admitted that if the Pocahontas Region 
were excluded the figures given by complainants’ witness were 
accurate, so if we take the plan of the Railway Age and ex- 
clude, as it should be, the Pocahontas Region the Railway Age 
agrees with us, without probably knowing it, that the southern 
carriers have the lower cost. 

The next argument made by the Railway Age is as to the 
density of traffic. It will be noted that the Railway Age says: 
“In 1938 the traffic density of the eastern lines * * * was 1,942,- 
000 ton-miles.” Then it says: “The traffic density of the 
southern railroads was 993,480 ton-miles.” It will be observed 
from the quotations above used by the Railway Age that the 
traffic density per mile of line is approximately twice in the 
East over that of the South. The fallacy of this comparison is 
that mile of line is not the proper relative. It is cost of the 
railway agencies that should be compared. It is not how many 
miles of road that is to be considered but the cost that should 
be considered and it clearly appeared and was undisputed that 
for dollar invested the southern railroads have a greater density 
of traffic. In the record it was shown that the eastern district 
as a whole has an average investment of $185,219.00 per mile of 
road while that in the southern region is $81,883.00. This means 
that the investment is approximately 2.3 times in the North of 
that of the South, while the traffic per mile of road is only about 
twice in the North that of the South. 

It was also shown in the case of Alabama and the other seven 
southern states that the Louisville & Nashville Railroad has a 
density of traffic per mile of road regardless of cost investment, 
greater than nine roads in the New England Region, thirteen 
roads in the Great Lakes Region and eight roads in the Cen- 
tral Eastern Region, and that there were thirty roads in the 
Eastern District with less density of traffic than the L. & N. 
So definitely and clearly were the facts shown that the former 
assumption that density of traffic per mile of road should be 
considered has been definitely disproved by the eight southeast- 
ern states. Perhaps the Railway Age has not read the record 
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and no other explanation can be offered for their illogical argu- 
ment than this. 

The Railway Age then goes on to say that the South has im- 
proved. Unquestionably it has improved some. As one of the 
witnesses said, it has much further to go. Notwithstanding that 
improvement and as shown of record and found by the Com- 
mission the economic situation of the South is distressingly 
‘low as compared with eight New England and Eastern States, 
We quote from the opinion of the Commission a table of income 
per capita in the United States and in eight southeastern and 
eight New England and eastern states: 


PALS) ae agri er al $189.00 New Hampshire ........ $438.00 
NSN 555, co alee oceanic 352.00 er a 365.00 
RODE ct aor 253.00 Massachusetts ....000 5050 539.00 
RGIGIANA. osccs ccc ssw 300.00 CORNOCHIOUE 20. ccce sic cee se 607.00 
PAABRIBEUDDL. 6 scis:03 1s 40.64 170.00 BWR ASIN 8 oa 5. o i s0-6, 0.6.00 savers 700.00 
North Carolina ....+...2 252.00 TER SIOCEBOY. so 3.c0s-e5 Canes 517.00 
South Carolina .......... 224.00 PENNSYIVANIA 6 ce cc cee 5. 470.00 
WENO os ce eet ons < 232.00 NIN WAR. oa) ioral bce ee ols secs 592.00 
Wigited -States< 5s so ssn ee< $432.00 


Not only is the South, and largely because of its rate disad- 
vantage, on a much lower income basis than the other states 
and lower than the average for the United States, even if it is 
prosperous. The Interstate Commerce Commission has fre- 
quently held and the Supreme Court of the United States has 
stated that legally a locality’s prosperity cannot be taken away 
from it by unjust rates. 

It. is not necessary for me to go into details as to other tes- 
timony. Suffice it to say that after hearings that lasted some 20 
days, after briefs that cover hundreds of pages, after oral argu- 
ment that lasted two days and after nearly five months’ study 
by the Commission, a decision has been rendered supporting the 
contentions of the complainants, the eight southeastern states. 

E. D. Rivers, Governor of Georgia, 
Chairman, Southern Governors Conference. 

Epitor’s Note—Publication of the foregoing letter from Gov- 
ernor Rivers has been delayed by pressure of other editorial de- 
mands. The best answer to his complaint regarding the Railway 
Age’s charge that decision in the case was affected by political 
influence is the following quotation from a speech made by Gov- 
ernor Rivers himself at Memphis, Tenn., on September 16, 1939: 

“Now, then, we recognize, too, that there is a political prob- 
lem, and political influence,*that political influence has tremen- 
dous bearing—even governors sometimes have their ears to the 
ground—and it is said that members of the legislature are not 
averse to listening to their constituents, and Congressmen are 
sometimes affected by things like Townsend’s Old Age Pension 
Plan, and ‘ham and egg’ movements, and that even the weight 
of court opinions is on the side of the last elections. We rec- 
ognize that the Interstate Commerce Commission as a_ public, 
political body cannot be impervious to the weight of public opin- 
ion and political influence. Therefore, taking the building up 
of a public opinion and understanding, plus political influence, we 
believe every state in the nation involved in the investigation 
outside of the favored territory should come in on some basis 
of the fight.” 

There is one complaint implied in Governor Rivers’ letter 
and that has been more specifically made from another source, 
regarding the comment made by the Railway Age in the editor- 
ial in its issue of December 9 that seems justified. This is 
that this paper pointed out that three of the commissioners who 
voted for the decision were from southern states and two from 
far western states, but did not mention the domiciles of the four 
who voted against it. These four were Eastman of Massachu- 
setts, Mahaffie of the District of Columbia, Miller of Pennsyl- 
vania and Porter of Iowa. We agree with Governor Rivers 
that it is just as bad for commissioners from one section as for 
commissioners from others to be influenced by political con- 
siderations; but the fact that the proceeding was started by the 
governors, not the shippers, of southern states, and what Gov- 
ernor Rivers himself said at Memphis, are sufficient to show 
where and by whom political activities to influence the commis- 
sion were originated. 

If what the Railway Age and some other publications have 
said is, as Governor Rivers asserts, “calumny against those fair 
minded men on the Interstate Commerce Commission” who voted 
as he wanted them to, wasn’t it “calumny”—or what was it— 
against the entire Commission when Governor Rivers said at 
Memphis, “We recognize that the Interstate Commerce Com- 
mission as a public, political body cannot be impervious to the 
weight of public opinion and political influence” ? 
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New Books... 


730 pages. 


8% 
in. by 5% in. Bound in cloth. Published by Longmans, Green 


The Modern Railway, by Julius H. Parmelee. 


and Co., New York, London, Toronto. Price $4.00. 


This solid book might well be sub-titled “An Anatomy of Rail- 
road Transportation”. For herein Dr. Parmelee, who has been 
director of the A. A. R.’s Bureau of Railway Economics since 
1920, has packed practically every conceivable fact about the 
business that could be sought by the general student. From his 
long experience in gathering details for publicity literature, rate 
cases, etc., the author has an ability to make statistics not only 
palatable, but almost eloquent. Matched with this none-too- 
common talent is a high regard for objective truth. 

It is always a pleasure to inspect a book which gives the facts 
one seeks with such a rigid economy of words as this one does; 
to find complicated bundles of facts, such as Section 77 of the 
Bankruptcy Act or the work of the Federal Co-ordinator, which 
have been mis-handled by many “observers” and “commentators”, 
who were confused in their own minds, set forth in a page or 
so of clear, concise English, without an essential omitted or an 
irrelevance included. 

Beyond completeness and brevity, the work possesses the addi- 
tional virtue of being thoroughly up-to-date on all questions. 
Thus, for example, the provisions of S. 2009 and the somewhat 
different transportation bill in the House as they now stand 
are set forth and the re-alignment of the I. C. C. of last summer 
explained. In a time of overlapping efforts by many parties- 
in-interest in transportation questions, this feature of the book 
is especially valuable. 

As for its scope, it is possible only to give a suggestion. The 
range extends from statistics on culverts and pile trestles in 
service to a careful economic analysis of the relation between 
the economic depression and railroad ton-miles. Topics are 
graduated from the most elementary discussion of the kinds of 
trafic carried by a railroad to a short history and critique of 
cost formulae, one of the least-understood aspects of transporta- 
‘tion economics. And if the reader is looking for isolated facts for 
quick reference, he will find in “The Modern Railway” such 
hard-to-locate information as typical prices of railway equipment, 
the workings of the Railroad Retirement Act and the member- 
ship rosters of the railroad unions—right where he can lay his 
hands on them. 

It is fitting that such a book—which, we hope, will find its 
way into every school and library and to the desks of newspaper 
men, public men and shippers—should be written by one who 
has observed workings of American railroad transportation as 
the head of its most notable repository of facts. 


Building the Canadian West, by James B. Hedges. 422 pages. 
83% in. by 55% in. Bound in cloth. Published by the Mac- 
millan Company, New York. Price $4. 

This is the story of how the Canadian Pacific sold, settled, en- 
couraged and developed one-fifth of the total land area in the 
so-called Canadian “Prairie Provinces” alienated by the Do- 
minion government, which was given to the railroad and its 
land subsidiaries under the famed syndicate contract of 1881 
and subsequent land grants in connection with branch line con- 
struction. Written by a professor of American history at Brown 
University, in accordance with the careful research technique of 
the well-trained scholar, it is drawn chiefly from manuscripts, 
the most important of which are official correspondence housed 
in the Canadian Pacific archives. For the early years the author 
also relied heavily on the files of a Liberal newspaper in Mani- 
toba not only because it was the best informed newspaper on 
the subject but as well because “it was fair without being too 
sympathetic toward the Canadian Pacific.” 

The story is one of experimentation on a gigantic scale. While 
the C.P.R. had the checkered experience of the United States 
land-grant railroads to draw from, its problems and aims dif- 
fered in most respects. Further, the times were changing fast. 
Thus while the American roads, at an earlier date, could depend 
upon simple methods to fill up their lands, more sophisticated 
generations demanded detailed literature, lectures, motion pic- 





tures, experimental farms, free excursions for prospects, etc., 
all of which the C.P.R. organized at great expense and effort, 
thus becoming a pioneer in large-scale publicity. Most Ameri- 
cans now living can recall when Canadian “booster” articles 
flourished in the periodical literature of the United States—a 
fact due largely to C.P.R. efforts in the face of a very real anti- 
Canada sentiment. 

The story is also a notable testament to that long-range self- 
interest of a responsible corporation which is indistinguishable 
from “the public interest.” Professor Hedges presents hundreds 
of examples of the presence of a corporate “heart” illustrated 
in the offering of “ready made” farms for British settlers; of 
special aid projects for poverty-stricken rent farmers from the 
U.S.A., of the settling of dispossessed Mennonites from Russia 
and of the waiving of installments and crop payments during 
the “bad years” of the iast decade. 

While colonization is not a problem for railroads today, the 
fuller development of land already “alienated” is a very real 
one. For its last chapters alone, which cover this subject his- 
torically in great detail, the book deserves attention. 


Railway Engineering and Maintenance Cyclopedia. Edited by 
Elmer T. Howson, western editor, Railway Age, and editor, 
Railway Engineering and Maintenance, and C. Miles Burpee, 
managing editor, formerly research engineer, Delaware & 
Hudson, assisted by P. G. Lang, Jr., engineer of bridges, Balti- 
more & Ohio (Bridge Section), A. L. Sparks, architect, Mis- 
sourt-Kansas-Texas (Building Section), C. R. Knowles, super- 
intendent water service, Illinois Central (Water Service Sec- 
tion), and P. M. Gault, signal engineer, Missouri Pacific 
(Signal Section). 1008 pages, 2000°illustrations. 8 in. by 11% 
in. Bound in maroon fabrikoid. Published by the Simmons- 
Boardman Publishing Corporation, New York and Chicago. 
Price $5. 

Completely revised and rewritten by railway men, each with years 

of experience in his respective department, the 1939 edition of 

Railway Engineering and Maintenance presents in a single volume 

technical data that otherwise are scattered through scores of books 

and hundreds of magazines, reports and pamphlets. Published 
with the co-operation of the American Railway Engineering 

Association and the Signal Section of the Association of Ameri- 

can Railroads, this work is accepted and approved as the out- 

standing guide to efficient maintenance of way practices. 

Covering the materials, appliances, devices and work equipment 
which are in common use in the maintenance of way field, the 
new edition includes descriptions of the many revolutionary de- 
velopments of the past decade. The arrangement of the entire 
book has been prepared especially to meet the exacting require- 
ments of busy railway executives and the needs of their super- 
visory staffs. 

Divided into seven sections comprising 95 chapters, the editorial 
text presents a general discussion of the most efficient modern 
maintenance methods, supplemented by many manufacturers’ pages 
which present more detailed information concerning their specific 
products. The contents include the latest specifications of the 
A. R. E. A., the Signal Section of the A. A. R., the A. W. P. A. 
and other prominent railway engineering societies. 

A Definition Section, tersely defining 2,500 terms and expres- 
sions occurring in engineering and maintenance work and serving 
also as a general subject index, the Directory of Products, the 
Trade Name Index and the Alphabetical Index to Manufacturers’ 
Pages have been carefully developed and arranged to serve the 
railway executive who has to keep in general touch with new 
developments, as well as the higher engineering officers who se- 
lect, specify or approve requisitions for materials and appliances. 

The Track, Bridge and Building Sections describe every phase 
of construction and maintenance procedure. Sources of water 
supply, treatment and methods of distribution and storage are 
described in the Water Service Section. The only authoritative 
and up-to-date description of railway signaling in book form is 
to be found in the Signal Section; while Metals, Timber, Wood 
Preservation, Cranes and Power Units are covered in the General 
Section. 
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“Cut Other Doles — 
Leave Ours Be” 


Rivers & Harbors Congress is 
all burned up over budget 
cut for river pork 


Sounding the call in a press release as- 
serting that “drastic discriminatory budget 
slashes in the amounts recommended for 
rivers and harbors and flood control proj- 
ects” will make the meeting “the greatest” 
in its history, the National Rivers and 
Harbors Congress has announced that its 
thirty-fifth annual convention will be held 
March 12 to 15 in Washington, D. C. The 
release points out that “whereas the Chief 
of Army Engineers has reported that 
$73,226,800 could be profitably expended on 
new river and harbor work during the next 
fiscal year and $206,624,000 for flood con- 
trol . . . these recommendations have been 
reduced more than one-half by the Budget 
Bureau which requested only $25,000,000 
for rivers and harbors and $70,000,000 for 
flood control.” 

In addition to this, the convention is 
billed as an important one because of the 
“threat of the Wheeler-Lea bill (S.2009) 
which would impose impossible regulatory 
burdens on the waterways.” The National 
Rivers and Harbors Congress, the press 
release adds, “has been the foremost oppo- 
nent of this measure.” 

With respect to the budget cuts, the press 
release quotes “officials of the Congress” 
in a prediction that “a bitter fight lies 
ahead for those who seek to force reduc- 


tions in the amounts appropriated for 
flood control and rivers and_ harbors 
work.” “No group in the nation,” it next 


appears, “is more interested in seeing a 
balanced budget than is the National Riv- 
ers and Harbors Congress, and the Con- 
gress is perfectly willing to take its share 
of the burden, but the cuts recommended 
by the budget for these vital items are en- 
tirely out of line with cuts recommended 
for other agencies, as proven by the War 
Department recommendations, and will be 
vigorously opposed by the National Rivers 
and Harbors Congress.” 

Representative Dewey Short, Republican 
of Missouri, is president of the Rivers and 
Harbors Congress; and Senator John E. 
Miller, Democrat of Arkansas, is chairman 
of the projects committee which will meet 
during the first two days of the convention 
“to hear oral arguments on projects already 
presented.” 


Tax Commissioners to Meet 


The Western Association of Railway 
Tax Commissioners will hold its regular 





annual meeting at the Palmer House, Chi- 
cago, on February 13. A luncheon will 
be held at noon. 


Seatrains to Be In Service March 1 


Seatrain Lines, Inc., expect to place two 
seatrains in service between New York 
and Texas City, Texas, by March 1. The 
two seatrains are being built by the Sun 
Shipbuilding & Dry Dock Co., Chester, Pa., 
and are 500 ft. long with a 62-ft. beam. 
Freight cars which the vessels will carry 
will be loaded and unloaded into the hold 
of the vessel by electric cranes. Dock and 
terminal facilities are being enlarged at 
Texas City to accommodate the new serv- 
ice, at a cost of approximately $400,000. 


Transportation Week at 
Raleigh, N. C. 


An Institute for Engineers, under the di- 
rection of the College Extension Division 
of the School of Engineering, North Caro- 
lina State College, Raleigh, N. C., on 
January 25, is being co-ordinated with 


meetings of the North Carolina Society of. 


Surveyors, January 24, and of the North 
Carolina Society of Engineers, January 26- 
a. 

Transportation will have a large part in 
these programs. At the meeting of the 
Institute for Engineers on Thursday, Janu- 
ary 25, J. E. Teal, transportation engineer 
of the Chesapeake & Ohio, will speak on 
Railway Transportation Problems in the 
United States; Oswald Ryan, a member of 
the Civil Aeronautics Authority, on Avia- 
tion’s Contribution to Transportation in the 
United States; Leslie C. Allman, vice- 
president of the Fruehauf Trailer Company, 
Detroit, Mich., on Motor Vehicles in 
American Transportation; Brig. Gen. 
Thomas M. Robins, assistant chief engi- 
neer, U. S. A., on The Contribution of In- 
land Waterways to American Transporta- 
tion; and Prof. Harry Tucker, on Courses 
of Study for Transportation Students at 
North Carolina State College. 

On the evening of Wednesday, January 
24, preceding the Institute, Roy V. Wright, 
managing editor, Railway Age, will speak 
on Transportation, Its Development and 
Significance. On the following evening, 
January 25, he will discuss Contributions of 
Transportation to Modern Civilization, and 
on Saturday morning, January 27, will con- 
sider Our National Transportation Prob- 
lem, Dr. W. D. Faucette, chief engineer, 
Seaboard Air Line Railway, presiding at 
the latter meeting. Dr. Frank Porter 
Graham, president of the University of 
North Carolina; Dean of Administration 
John W. Harrelson; and Blake R. Van 
Leer, Dean of the School of Engineering, 
will act as presiding officers of the other 
sessions. 
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Costs to Fore 


in Rate Cases 


Figures piling up and 1. C. C. 
hires more statistical 
help to sift them 


The House of Representatives received 
from its appropriations committee on Jan- 
uary 16 the independent offices appropria- 
tion bill for the fiscal year ending June 30, 
1941, which includes the allocation for the 
Interstate Commerce Commission. The 
committee report, which accompanied the 
measure, states that the bill provides $9- 
058,750 for the commission, which is an 
increase over the amount provided for the 
same functions in 1940, of $110,750 and 
$39,960 less than the amount estimated by 
the Bureau of the Budget and transmitted 
to the Congress on January 4, details of 
which were given in last week’s issue. 

The increase over 1940, the report points 
out, is the net result of an increase of $18,- 
940 (from $2,562,000 to $2,580,940) for 
general administrative expenses; an in- 
crease of $24,810 (from $102,000 to $126,- 
810) for signal safety systems; an increase 
of $2,000 (from $473,000 to $475,000) for 
locomotive inspection; an increase of $40,- 
000 (from $3,650,000 to $3,690,000) for 
motor transport regulation; and an _ in- 
crease of $25,000 (from $175,000 to $200,- 
000) for printing and binding. The re- 
maining activities of the commission will 
be projected into 1940 at their present ap- 
propriation levels. 

The bill also provides money for the 
Public Roads Administration, a division of 
the Federal Works Agency. Included in 
this allocation is an item of $25,000,000 
for railroad grade crossing elimination, a 
reduction of $5,000,000 under the Budget 
estimate. 

The preface to the committee’s report 
states that contrary to the practice in for- 
mer years, the appropriations for the Na- 
tional Mediation Board and the Railroad 
Retirement Board will be included in the 
Labor-Social Security bill, which is yet to 
be presented to the House. 

At the same time that the House re- 
ceived the independent offices bill, the ap- 
propriations committee made public the 
testimony given by various government of- 
ficials, including Chairman Eastman and 
other members of the commission. 

Discussing the Bureau of Formal Com- 
plaints, Chairman Eastman declared that 
“The railroads are particularly active 1 
rate cutting at the present time to meet 
the truck fates, and we have requests for 
suspensions of proposed reductions and for 

(Continued on page 186) 
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Memos to the 
S.2009 Conferees 


Committee-of-Six, the A.A.R. 
and Secretaries Wallace and 
Burlew submit their views 


Conferees on S. 2009, the general trans- 
portation bill, have received from the com- 
mittee-of-six a memorandum setting forth 
that labor-management group’s views with 
respect to various provisions of the Senate 
and House versions of bill on which active 
work will begin when the conference com- 
mittee holds its next meeting on February 
1. Selection of that date for the beginning 
of down-to-business meetings was the only 
action taken by the conferees at their pre- 
liminary session last Friday. 

In addition to that of the committee- 
of-six, the conferees have received another 
memorandum prepared by R. V. Fletcher, 
vice-president and general counsel of the 
Association of American Railroads to set 
forth the railroads’ opposition to the so- 
called Harrington amendment, sponsored 
by Representative Harrington, Democrat 
of Iowa, at the behest of the Brotherhood 
of Railroad Trainmen. It stipulates that 
the Interstate Commerce Commission must 
not approve any consolidation which would 
result in unemployment or displacement of 
employees or in impairment of existing 
employment rights. It is understood that 
this amendment was dealt with separately 
because railway labor did not subscribe 
to all the management arguments against 
it; although the Railway Labor Executives 
Association is on record as being satisfied 
with the Senate bill’s provision giving the 
I. C. C. power to condition its approval 
of any merger upon the inclusion of fair 
and equitable arrangements for the protec- 
tion of affected employees. 

The railroad memorandum characterizes 
the Harrington amendment as “so wholly 
arbitrary in its requirements as to be of 
doubtful validity.” Even if it be valid, the 
memorandum goes on, the provision “is so 
utterly inconsistent” with the other pro- 
visions of the section dealing with con- 
solidations and “so subversive of the whole 
purpose thereof as to be undesirable.” 
‘This proviso,” Judge Fletcher adds, 
“would completely nullify all other pro- 
visions of the same section. . Without 
this proviso, the amendments proposed by 
the House bill would result in a decided 
improvement in the law relating to the 
matter of consolidations.” 

The committee-of-six memorandum on 
the House version argues for inclusion in 
the final bill of the Senate version’s pro- 
vision for an investigating board to make 
studies of the relative economy and fitness 
of the various types of transportation and 
of government aids to transport. The 
management-labor group feels in this con- 
nection that it is important for Congress 
to have such studies to guide it in the 
work of formulating national transporta- 
tion policies. In the final declaration of 
policy the committee-of-six wants a ref- 
frence to collective bargaining so as to 
negative any implication that the act would 
give the I. C. C. authority over wages. 
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Next, it is suggested that the matter of 
regulating forwarders be dealt with in 
separate legislation; the bill as passed by 
the House. brought those agencies in by 
adding them to the list of common carriers 
covered by Part I of the Interstate Com- 
merce Act. 

Also, the committee-of-six opposes the 
amendment to the House bill, sponsored by 
Representative Jones, Democrat of Texas, 
to require the I. C. C. to prescribe export 
rates on agricultural products on the 
same relative basis as it now permits the 
railroads to publish export rates on manu- 
factured products. This, the memorandum 
says, is a rate-making matter which should 
be left to the I. C. C.; and furthermore 
it is asserted that such a provision might 
result in the cancellation of all export 
rates. The memorandum also opposes the 
amendment put into the Senate bill by 
Senator Miller, Democrat of Arkansas, and 
into the House bill by Representative 
Wadsworth, Republican of New York. 
This Miller-Wadsworth amendment, which 
is assailed as not being in accord with 
sound rate-making principles, would direct 
the I. C. C. to permit any carrier to re- 
duce rates so long as the resultant charge 
remained compensatory after taking into 
consideration all elements of cost, includ- 
ing overhead. 

Neither bill provides for repeal of the 
long-and-short haul clause, and the com- 
mittee-of-six reaffirms its advocacy of such 
a change. Also, among other things, the 
memorandum favors the House bill’s pro- 
visions for more liberal Reconstruction Fi- 
nance Corporation loans to railroads; for 
relief for railroads with respect to the 
cost of reconstructing bridges required to 
be altered in connection with waterway 
improvements; and repeal of land-grant 
rates. 

In the latter connection the conferees 
have received another memorandum, sub- 
mitted jointly by Secretary of Agriculture 
Wallace and Acting Secretary of Interior 
Burlew. They recommend that any repeal 
of land-grant rates be conditioned upon 
return to the government of granted lands 
still in the possession of railroads. As the 
land-grant provision passed the House, it 
contained a stipulation that repeal would 
not be effective with respect to any land- 
grant road which failed to relinquish its 
claims to additional lands now in litigation 
with the government. Among other things 
the Secretary of Agriculture and the Act- 
ing Secretary of the Interior suggested that 
the land-grant matter be dealt with in a 
separate measure, adding that their re- 
spective departments would welcome the 
opportunity to discuss the matter further 
with the conferees. 


Burlington Affiliate Asks 
I. C. C. Authority 


The Burlington Transportation Com- 
pany, a motor carrier affiliate of the Chi- 
cago, Burlington & Quincy, has asked the 
Interstate Commerce Commission for au- 
thority to purchase the operating rights 
and properties of W. R. Lowry and D. 
M. Griffin, a co-partnership doing business 
as the Billings-Sheridan Bus Line of Bill- 
ings, Mont. 
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I. C. C. Report on 


Denver Terminals 


Says duplication resulted from 
‘uneconomical and inef- 
ficient’’ management 


“Unnecessary duplication of produce ter- 
minals” at Denver, Colo., has been found 
by the Interstate Commerce Commission 
to have resulted from “uneconomical and 
inefficient management due to lack of suff- 
cient cooperation between respondent rail- 
roads.” This finding comes in the report 
written by Commissioner Porter in the No. 
28262 investigation instituted by the com- 
mission on its own motion into the con- 
struction and operation of two competi- 
tive produce terminals at Denver—one by 
the Union Pacific and the other by the 
Chicago, Burlington & Quincy, Colorado 
& Southern, Denver & Rio Grande West- 
ern, Atchison, Topeka & Santa Fe and 
Chicago, Rock Island & Pacific, designated 
in the report as the associated railroads. 

Among other things the commission as- 
serts that “the public interest in a healthy 
national transportation system demands 
that the future be made secure against such 
practices;” and it adds that it is “now 
forced to believe” that this can be accom- 
plished “only by additional legislation.” 
Previously, the report had said that, in 
handling the market situation at Denver, 
the railroads involved seemed to the com- 
mission to have failed to carry out the 
July 21, 1932, declaration made by the 
railroads generally to the American public 
“in which it was stated that the railroads 
‘pledge themselves to avoid all prevent- 
able wastes in the competitive relationship 
between themselves.’ ” 

The Union Pacific produce terminal in- 
volved is called The Denver Food Ter- 
minal Market, popularly known as Den- 
argo; the associated roads’ produce ter- 
minal is incorporated as The Denver Mar- 
ket & Produce Terminal, Inc., popularly 
known as Wazee. The report first reviews 
the “whole series of negotiations, offers, 
and counter suggestions, beginning as far 
back as 1925, contemplating the construc- 
tion of both a city market and a joint 
produce terminal, or no terminal at all,” 
and involving various sites. Then come 
sections dealing with the construction and 
cost of the Denargo and Wazee facilities, 
and leading up to the commission’s con- 
clusions which are in part as follows: 

“The picture presented by respondents, 
namely, the construction and operation of 
two terminals at some present profit and 
at greater anticipated profit in the future, 
all done in the exercise of sound mana- 
gerial discretion and duty, is not. quite 
complete. Both groups of respondents ad- 
mit, and the record amply demonstrates, 
that the City of Denver had no need for 
more than one produce terminal, and that 
a joint terminal served by all roads would 
have been preferable. It is clear, also, 
that the construction and operation of du- 
plicate terminals is fraught with disad- 
vantages and possible losses to both ship- 
pers and carriers. Shippers are thus con- 
fronted with a split market and the prob- 
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ability of competitive conditions between 
the two markets which may result from 
time to time in price cutting and conse- 
quent loss to shippers and dealers. The 
carriers on the other hand, in order to 
avoid heavy losses, are faced with the 
necessity of constantly engaging in com- 


petition for tenants. This type of com- 
petition between railroads is illustrated by 
the fact that each group of respondents 
deemed it necessary to buy properties from 
wholesale produce dealers already located 
and doing business in the Market Street 
district so as to induce them to lease 
space in their respective terminals. The 
purchase prices paid by respondents for 
these properties, while not unconscionable, 
were at least liberal Irrespective, how- 
ever, of the reasonableness of these pur- 
chase prices, the fact remains that none of 
respondents would have considered invest- 
ing its money in any of these properties 
except for the sole purpose of inducing 
the owning produce dealers to move to its 
terminal. It is fair to say, therefore, that 
investments made under such circumstances 
at any cost are unwarranted and cannot 
be justified by any assertion that such 
practices reflect the exercise of sound man- 
agerial discretion and duty. There is also 
the danger of such purchases violating 
section 1 of the Elkins Act and sections 2 
and 3 of the Interstate Commerce Act, for 
each of these wholesale dealers who sold 
property is a shipper over the rails of the 
respective respondents. 

The record fails to disclose any demand 
from wholesale produce dealers, growers, 
or any prospective patrons for a produce 
terminal at Denver. The city itself, in 
whose hands rests the responsibility for 
the betterment of local market conditions 
to a greater extent than in the hands of 
the railroads, merely wished to relocate 
its city market. This was of interest pri- 
marily to growers, and on brief the grow- 
ers association points out that the grow- 
ers did not have in mind building a market 
on trackage, nor did they know that the 
wholesale produce business would be con- 
centrated at their market . . . the growers 
were not interested in the Union Pacific 
or any railroad as much as the Union 
Pacific was interested in them, and that 
the needs of the growers (and so far as 
appears, the needs of the city as expressed 
through its constituted authorities) would 
have been amply met by a market without 
track facilities. Had the railroads been 
content to cooperate where and to the ex- 
tent necessary to meet those needs, it is 
probable that the market difficulties at 
Denver could and would have been com- 
posed in a manner satisfactory to all Den- 
ver interests, and the needless expendi- 
ture of railroad funds in constructing and 
operating duplicate market and terminal 
facilities would have been avoided. 

“The old City Market in Denver was 
clearly inadequate, and a new market site 
had to be found. Much stress is laid by 
respondents upon the general need through- 
out the country for improvement in the 
distribution of perishable commodities .. . 
and upon the particular need in that respect 
at Denver prior to the construction of the 
present markets.... There can be little 
question but that in a well-planned market 
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Williams Elected Lehigh 
Valley President 


Albert N. Williams, executive 
vice-president and chairman of the 
board, Lehigh Valley, since July 26, 
1939, was elected president of the 
road at the annual meeting held at 
Bethlehem, Pa., January 16. He 
succeeds Duncan J. Kerr, who has 
held the presidency since May 5, 
1937. Mr. Williams came to the 
Lehigh Valley from the Chicago & 
Western Indiana and the Belt Rail- 
way of Chicago, which he had served 
as president and general manager 
since 1932. His career was reported 
in the Railway Age of August 5, 
1939, page 216. 











for a city of the size of Denver it is 
desirable to have track facilities con- 
veniently located for delivery and unload- 
ing of cars consigned to produce dealers 
and where cars of produce intended for 
sale to wholesalers or ‘jobbers may be 
displayed to prospective purchasers. Both 
of the new markets provide adequate facili- 
ties for that purpose. This deficiency at 
Denver was of some concern to the rail- 
roads because of the advantage it gave to 
their truck competitors, who could make 
delivery direct to the wholesalers, but we 
seriously question the advisability of rail- 
roads taking the lead in such projects and 
assuming the burdens and financial risks 
attendant upon their construction and op- 
eration, even where they agree upon a 
joint venture. More especially, however, 
is such a venture by railroads to be de- 
plored where two markets result when one 
would have sufficed. Economy in railroad 
expenditures, of course, is just as impor- 
tant as economy in marketing produce. 

“In their brief the associated roads say 
the evidence shows that no available site 
existed in Denver on which a modern prod- 
uce terminal and market could have been 
constructed and operated by the six rail- 
roads without substantial loss of traffic by 
some of them. Without subscribing to the 
construction and operation by the railroads 
of any such joint enterprise, we do not 
so read the record. All of the railroads 
except one are now combining in the joint 
operation of one market. This record is 
not at all persuasive that any substantial 
loss of traffic would have resulted to any 
of respondents if six instead of five had 
pooled their interests at a common ter- 
minal. After careful study of the testi- 
mony having to do with the operating diffi- 
culties at both the Wazee and Denargo 
sites, we are convinced that, if all of re- 
spondents had approached those difficulties 
in a spirit of common helpfulness, they 
could have been surmounted in a manner 
satisfactory to all concerned and without 
material traffic loss to any of them. 

“Nor is it any answer to prophesy, as 
do both groups of respondents, that their 
respective investments will eventually yield 
a fair return. No railroad, if it is eff- 
ciently and economically managed, will 
deliberately choose a more rather than a 
less expensive route for its operations be- 
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tween two points, and no railroad is per- 
forming its full duty to the public, espe- 
cially in times of financial stress, unless 
and until it has availed itself of all of the 
means reasonably at its disposal, inclyd- 
ing wholehearted cooperation with its com- 
petitors in enterprises such as the market 
situation at Denver, to function as econom- 
ically and efficiently as it can. 

“It seems to us that both sets of re- 
spondents, but especially the Union Pacific, 
concerned themselves too much with the 
needs of the local growers of fresh fruits 
and vegetables, who truck their produce to 
market, to whom the railroads owed no 
transportation duty, and whose needs were 
primarily the concern of the city. Especially 
at a time when the railroads in general 
are having financial difficulties, their pri- 
mary if not their whole concern should 
be to perform their transportation func- 
tions efficiently and economically, and to 
conserve their revenues and resources for 
transportation purposes... . 

“Respondents have much to say about 
the desirability of free competition, of the 
obligation of railroad officers to use every 
reasonable means to protect the traffic 
of their respective railroads, and the duty 
of railroads under existing law to compete 
for traffic. The desirability of carrier com- 
petition is no answer here, for competition 
between the associated railroads has not 
been lessened by their common use of one 
market, and there is no reason to believe 
that healthy competition between all of 
these railroads would have been in any 
respect lessened by one joint market in- 
stead of two. Insofar as the obligation 
of railroad officers to their particular rail- 
road is concerned, especially since the 
Transportation Act, 1920, the paramount 
consideration is and should be the public 
interest... . When railroad officers per- 
sist in feeling that their obligation to their 
particular railroad requires the building of 
two produce terminals where only one is 
needed, and the consequent needless ex- 
penditures of hundreds of thousands of dol- 
lars of railroad funds, it would seem that 
the public interest in a healthy national 
transportation system demands that the 
future be made more secure against such 
practices. This we are now forced to be 
lieve can be accomplished only by addi- 
tional legislation.” 

Commissioner Caskie did not participate 
in the disposition of the proceeding. 


Broken Wheel Derails Cars 


Four cars of a Cheyenne-Denver train 
of the Union Pacific were derailed 15 miles 
south of Greeley, Colo., on January 14, 
when a wheel on one of the coaches broke. 
Six persons were slightly injured. 


Red Caps’ Union Changes Name; 
Discusses Enlarged Scope 


The International Brotherhood of Red 
Caps, in second annual convention in New 
York on January 13, voted to change the 
organization’s name to the United Trans- 
port Service Employees Union of Amer- 
ica, as being more “dignified” and more in 
keeping with the I. C. C.’s recent ruling 
that official station porters are properly 
considered railroad employees. Delegates 
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also discussed the possibility of extending 
jurisdiction of the union to include all rail- 
road station service employees, including 
cleaners and elevator operators, and por- 
ters attached to passenger terminals of air 
and bus lines, and voted to begin an organ- 
ization drive in these fields. 


Tie Association Sets Convention 
Ahead 


The Railway Tie Association has moved 
its next annual convention forward from 
May 21-22 to May 14-15, to avoid a con- 
flict of dates at the Brown Hotel, Louis- 
ville, Ky., convention headquarters. 


New York Model Club Exhibits 


The New York Society of Model Engi- 
neers will hold its twelfth annual show 
and exhibition at 152 West 42nd Street, 
New York City, February 9 to 24, inclu- 
sive. The society’s “O” gage scale model 
Union Connecting Railroad will be in con- 
tinuous service portraying all phases of 
actual railroad operation. 


Status of R. F. C. Rail Loans 


The monthly financial statement of the 
Reconstruction Finance Corporation as of 
December 31, 1939, shows loans to rail- 
roads (including receivers) of $665,110,- 
461 and repayments of $216,318,122. The 
R. F. C. also announced that in the period 
from February 19, 1938, to January 10, 
1940, it had authorized 57 loans to rail- 
roads totaling $251,346,162. 


O'Mahoney Will Speak at Wash- 
ington Traffic Club Banquet 


Senator Joseph C. O’Mahoney of Wy- 
oming will be the guest speaker at the an- 
nual banquet of the Traffic Club of Wash- 
ington, D. C., to be held at the Mayflower 
Hotel in that city on February 8. The 
Club’s annual meeting and election of of- 
ficers was scheduled to be held on Janu- 
ary 18. 


Western Railway Club Meeting 


Hon. Harold E. Stassen, governor of 
Minnesota, will be the speaker at a meet- 
ing of the Western Railway Club of Chi- 
cago to be held at the Hotel St. Paul, St. 
Paul, Minn., on Friday evening, February 
2. Members from Chicago and vicinity at- 
tending this meeting will leave Chicago at 
8:50 that morning on a special train via 


the C. B. & Q. 


Retirement Act Amendment 


Railway employees retiring at 65 years 
of age after 10 years or more of service 
would receive minimum pensions of $40 
a month under the provisions of a bill 
(H.R.7877) to amend the Railroad Retire- 
ment Act which was introduced in- the 
House of Representatives on January 12 
by Representative Whelchel, Democrat of 
Georgia. 


Susquehanna & O. & W. Join in 
New Coal Route 


The New York, Susquehanna & Western 
and the New York, Ontario & Western, 
effective December 29, opened a new route 
for anthracite from the Scranton (Pa.) 
Tegion to points on the Susquehanna east 
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No More “Unaccustomed As I 
Am” For Railroaders 


To smooth the way for railroad 
men who are called upon to speak 
publicly, the Association of Ameri- 
can Railroads is distributing a vest- 
pocket size, 16-page booklet entitled 
“Tips on Transportation Talks” 
written by C. A. Radford, publicity 
manager, Cleveland, Cincinnati, Chi- 
cago and St. Louis, and lecturer on 
effective speaking at the University 
of Cincinnati. Comprising an infor- 
mal, non-academic presentation of 
“do’s” and “don’ts” for the prospec- 
tive Chauncey M. Depews of today’s 
railroad fraternity, the brief pamph- 
let aims to relieve speakers of 
the tensions and inhibitions which 
make for nervousness and failure. 

Chief points stressed are: (1) the 
artificialities of old-fashioned “elocu- 
tion” and “oratory” are passe; (2) 
speech is communication, not ex- 
hibition; (3) nervousness need only 
be harnessed to be useful; (4) be 
yourself; (5) seek and effect; (6) 
don’t .overload with statistics; make 
a few good selections do the work; 
(7) don’t plug your own road un- 
duly; a good representative is the 
best “plug” possible. Mr. Radford 
insists that the first job of railroad 
speakers is to convince the lay audi- 
ence “that you are there to discuss 
matters that vitally concern their 
interests.” 











of Stockholm, N. J. The route utilizes 
the Middletown & Unionville, a 15-mile 
short line connecting the larger carriers. 


Newark Railroad Club Elects 


The Newark (N. J.) Railroad Club has 
elected the following officers for 1940: 
President, J. B. Hannum, commercial agent, 
Lehigh Valley; Vice-President, L. J. Fen- 
arjian, city ticket agent, Lackawanna; Sec- 
retary-Treasurer, W. W. Robinson, travel- 
ing passenger agent, Central of New Jer- 
sey, and Executive Committee Chairman, 
T. J. Fenarjian, traveling passenger agent, 
Lehigh Valley. 


Would Let States Return Jobless 
Taxes Paid by Railroaders 


Senator Chandler, Democrat of Ken- 
tucky, has introduced in the Senate a bill 
(S.3104) which would prohibit transfer to 
the Railroad Unemployment Insurance Ac- 
count of amounts contributed by railway 
employees to state accounts in the Unem- 
ployment Trust Fund set up under the So- 
cial Security Act. The Railroad Unem- 
ployment Insurance Act provided for this 
transfer of funds in amounts to be deter- 
mined by the Social Security Board; but 
the Chandler bill would authorize the So- 
cial Security Board to disregard all contri- 
butions by employees in determining the 
amounts to be transferred, and it would 
relieve the states of liability for breach of 
Social Security Act or Federal Unemploy- 
ment Tax Act conditions if they withdrew 
from the Unemployment Trust Fund 
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amounts equal to the contributions of rail- 
way employees, provided they returned the 
money to such employees. 


B. & O. Completes Washington Film 


A two-reel sound motion picture entitled, 
“Washington, Shrine of American Patriot- 
ism” has been completed recently for the 
Baltimore & Ohio as part of the roads 
travel promotion activities. The picture, 
which is entirely devoid of advertising, will 
be made available to colleges, high schools, 
civic organizations and other groups. The 
new film was produced by Loucks & 
Norling Studios in cooperation with The 
Richard A. Foley Advertising Agency, 
Inc., Philadelphia, Pa. 


G. M. & N. Affiliate Authorized 
to Buy Bus Route 


The Interstate Commerce Commission, 
Division 4, has conditionally authorized the 
Gulf Transport Company, affiliate of the 
Gulf, Mobile & Northern, to purchase for 
$14,000 certain bus operating rights and 
property of Teche Lines, Inc., on a route 
between Mobile, Ala., and Hattiesburg, 
Miss. The condition requires Gulf Trans- 
port to write off over a period of 10 years 
the amount of the proposed purchase price 
for intangibles—$12,568.63. 


Amer. Loco. Builds First Diesel- 
Electric Passenger Locomotive 


The first Diesel-electric passenger loco- 
motive to be built by the American Loco- 
motive Company has been delivered to the 
Chicago, Rock Island & Pacific, where it 
is being used on this road’s Rocket trains. 
This locomotive is equipped with two 1,000- 
hp. MacIntosh & Seymour six-cylinder, 
vertical, four-cycle engines. Other Diesel- 
electric locomotives used.on the Rockets 
contain two 1,000-hp., V-type, 12-cylinder, 
two-cycle engines. 


Senate Confirms R. F. C. Directors 


The Senate has confirmed the nomina- 
tions of Emil Schram of Illinois, Carroll 
B. Merriam of Kansas, Charles B. Hender- 
son of Nevada, Howard J. Klossner of 
Minnesota, and Sam Husbands of South 
Carolina to be members of the Board of 
Directors of the Reconstruction Finance 
Corporation for terms of two years from 
January 22, 1940. All nominees are now 
members of the Board of the R. F. C., Mr. 
Schram being the present chairman of the 
Corporation. 


Suggests $73,226,800 for Rivers 
and Harbors Work 


Expenditures for new rivers and harbors 
work in the amount of $73,226,800 could 
be “profitably” made during the fiscal year 
ended June 30, 1941, according to the 
annual report of Major General Julian L. 
Schley, chief of army engineers, which 
went to Congress this week. The same 
report sets up for maintenance work on 
existing rivers and harbors projects 
amounts aggregating $58,462,660. 

Among the larger projects in the report’s 
list of projected new work are: Mississippi 
river between the Missouri and Minneapo- 
lis, $15,587,000 ; Missouri river, Kansas City 
to Sioux City, $7,450,000; Great Lakes to 
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Hudson waterway, $3,600,000; Louisiana- 
Texas Intercoastal waterway, Galveston 
section, $2,502,500; Calcasieu river and 
pass, La., $2,258,000; Missouri river, mouth 
to Kansas City, $2,225,000; Missouri river 
at Fort Peck (navigation), $2,173,200; 
Sabine-Naches waterway, Texas, $2,041,- 
500. 


B. & M. Invites 50-Year Commuters 
to Dinner 


The Boston & Maine will honor a group 
of more than 25 half-century commuters 
with a special dinner and individual gold 
pins emblematic of 50 years of continuous 
commuting on the road. Although more 
than 25 such commuters already have been 
located, the search is being conducted for 
any who might have been missed among 
the 22,000-odd passengers who pass each 
working day through the road’s North 
Station at Boston, Mass. Each of those 
honored will be accompanied at the dinner 
by a veteran Boston & Maine conductor. 


Eastern Passenger Men Elect 


The General Eastern Passenger Agents 
Association, at a meeting in New York, 
January 5, elected the following officers 
for 1940: President, H. A. Lawrence, 
general agent, passenger department, Union 
Pacific; Vice-President, D. I. Lister, gen- 
eral eastern passenger agent, Missouri Pa- 
cific; Secretary-General, C. B. Perkins, 
general eastern passenger agent, Norfolk & 
Western; Assistant Secretary, L. A. Bink- 
ley, general eastern passenger agent, Louis- 
ville & Nashville and Treasurer, J. L. 
Homer, general passenger agent, Delaware, 
Lackawanna & Western. 


Equipment on Order January 1 


Class I railroads on January 1 had 37,- 
099 new freight cars on order, the largest 
total reported for any January 1 since 
1926, according to the Association of 
American Railroads. On the same date, 
locomotives on order totaled 117, including 
51 steam and 66 electrics and Diesel- 
electrics. On January 1, 1939, the Class 
I roads reported 5,080 new freight cars 
and 71 new locomotives on order. Freight 
cars installed in 1939 totaled 24,528, as 
compared with 18,517 in 1938 and 75,058 
in 1937; locomotives installed totaled 320 
as compared with 282 in 1939 and 450 in 
1937. 


N. Y. Milk Company Leases 12 
Rail-Truck Units 


The Farm Products Division of the Bor- 
den Company, New York, will take lease- 
delivery this month on twelve 3,000-gal. 
demountable milk tanks to be placed in a 
co-ordinated, railroad - highway bulk - milk 
service over the Lehigh Valley between 
Newark Valley, N. Y., Owego and Dryden 
(approx. 300 miles from New York) and 
Jersey City, N. J., and via motor truck 
between the latter station and Borden’s 
pasteurizing plant in Brooklyn, N. Y. To 
equip the service, Borden has leased the 12 
tanks and 6 specially-equipped railroad flat 
cars from the Motor Terminals, Inc., of 
New York, for a period of 7% years, the 
standard wheelage allowance of 2.5 cents 
per mile to be deducted from the rental 
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charge (similar equipment and its opera- 
tion were described in the Railway Age of 
December 23, 1939, page 973). 

Borden expects to effect a saving of at 
least 16 per cent in the cost of handling 
milk from the Lehigh Valley yard to its 
Brooklyn plant with the new co-ordinated 
system as compared with the present 
method of unloading milk from fixed tank 
railroad cars and cans to shuttle tank mo- 
tor trucks for the city haul, according to 
“Food Industries,” these savings to accrue 
not only from reduction of platform costs 
but as well from elimination of agitation 
of lading and special tank-rinsing charges. 


N. Y. C. Opens New Freight 
Terminal 

The New York Central, on January 16, 
opened a new freight terminal building at 
West 33rd street, New York City. Erected 
in connection with the reconstruction of the 
33rd street yard, the new building is part 
of the Central’s West Side improvement 
now nearing completion at a total cost of 
$100,000,000. A special feature of the 
freight house, which has been under con- 
struction since last June and cost several 
hundred thousand dollars, is a so-called 
“saw tooth” platform, 646 feet long, which 
will permit the loading or discharging at 
one time of 62 trucks or trailers. 


St. Louis Red Caps Sue for Pay 


The Brotherhood of Railway Clerks, on 
January 6, filed suit against the Terminal 
Railroad Association of St. Louis for $120,- 
000 in wages alleged to be due “red caps” 
at the Union Station under terms of the 
federal wage and hour act. The petition 
alleges that the “red caps” are dependent 
upon tips for their pay, and that the Term- 
inal Association since October 24, 1938, has 
not paid wages to any of the 93 “red caps” 
employed at the station. It is contended 
that the men should have been paid 25 cents 
an hour for the year starting October 24, 
1938, and 30 cents an hour for the year 
starting October 23, 1939. 


Electric Railways Must Report 
More Data to I. C. C. 


Electric railways subject to the jurisdic- 
tion of the Interstate Commerce Commis- 
sion, which reported for 1938 more than 
one million freight, mail, and express car- 
miles, will be required beginning with this 
year to report annually certain freight com- 
modity statistics and operating statistics. 
The call for such reports came in a recent 
order issued by the commission’s Division 
1, which order included a list of the items 
to be covered by the reports. The infor- 
mation, the order notes, will be in addition 
to that submitted in the regular annual re- 
ports of the electric lines. 


Seaboard Establishes Joint Service 
to Havana , 


The Seaboard Air Line has established 
through interchange arrangements over its 
routes to and from Miami, Fla., in con- 
nection with a new overnight steamship 
service to Havana, Cuba, operated by the 
Havana-Miami Steamship Line, effective 
January 23 from Miami and January 24 
from Havana, to continue for a 60-day 
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period, with possible extension thereafter. 
The Seaboard has tendered a one-way fare 
in connection with sale of interline tickets 
of $29 Class A (First-class rail and 
steamer) and $23.50 Class B (coach rai 
and first class steamer) from Jacksonville. 


I. C. Institutional Advertising 
Begins Twentieth Year 


Illinois Central institutional advertising, 
carried in newspapers along the line each 
month, began its twentieth year in January 
with new type copy. Heretofore copy had 
consisted of a talk by the president and 
concerned the railroad and its policies. In 
the new copy, other personalities will do 
the talking for the railroad. Since Sep- 
tember, 1920, the institutional advertising 
has appeared monthly in nearly 500 daily 
and weekly newspapers along the Illinois 
Central. By the end of the twentieth year, 
copy will have filled approximately 35 full 
pages in each paper, while the messages 
have contained 75,000 words. 


I. C. C.’s Beaver-Mahoning Report 
Not Made Public 


The White House indicated this week 
that the Interstate Commerce Commission's 
report to President Roosevelt on the pro- 
posed Lake Erie-Ohio River canal, the so- 
called Beaver-Mahoning project, is being 
reviewed by the National Resources Com- 
mittee and will not be made public at this 
time. President Roosevelt was asked at 
his January 12 press conference if he would 
make the report public, and he replied that 
he did not know—he would have to look 
into it. 

As noted in the Railway Age of January 
13, page 128, the I. C. C. revealed in its 
annual report that its report of this $207,- 
257,000 project was submitted to the Presi- 
dent of the 27th of last October. 


Canadian Railway Club Elects 
Officers 

The Canadian Railway Club, at its an- 
nual meeting in Montreal, Que., on Janu- 
ary 18, elected’ the following officers for 
1940: President, J. E. Armstrong, chief 
engineer, Canadian Pacific; First Vice- 
President, F. N. Wiggins, general super- 
intendent, Canadian National Express, and 
Second Vice-President, William Baird, 


passenger traffic manager, Canadian Pacific . 


Steamships. H. L. Eberts, Montreal 
Tramways Company; T. McKeown, R. A. 
Smith and A. S. Macdonald, Canadian Pa- 
cific; E. A. Bromley, W. C. Sealy and E. 
P. Mallory, Canadian National; H. E 
Brown, Superheater Company, and W. T. 
Comley, Franklin Railway Supply Com- 
pany, comprise the Executive Committee. 


R. I. Affiliate Would Acquire Rights 
from Parent Company 


The Rock Island Motor Transit Com- 
pany, a wholly-owned motor carrier sub- 
sidiary of the Chicago, Rock Island & 
Pacific, has asked the Interstate Commerce 
Commission for authority to acquire ce 
tain operating rights from its parent com- 
pany. These rights include authority to 
operate as a common carrier by motor 
vehicle over the following routes: Between 
St. Joseph, Mo., and Kansas City ; between 
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Kansas City, Mo. and St. Joseph, via 
Leavenworth, Kan. and Atchison; between 
Herington, Kans., and Hutchison; between 
Trenton, Mo., and Eldon, Iowa; between 
Herington, Kans., and St. Joseph, Mo., via 
Topeka, Kans. ; and between Horton, Kans., 
and Fairburg, Nebr. 


St. Louis Municipal Bridge Opened 
to Passenger Traffic 


The first regular use of the rail deck of 
the St. Louis municipal bridge by passen- 
ger trains entering St. Louis, Mo., was 
started on January 15, when the eastbound 
Spirit of St. Louis of the Pennsylvania 
was routed over the bridge. The munici- 
pal bridge was conceived in 1906 when St. 
Louis voted the first bonds for its construc- 
tion. Lack of funds prevented the com- 
pletion of the structure, but in 1917, the 
highway deck was placed in use, while 
since 1929 the railroad deck has been used 
by two terminal switching roads, the Alton 
& Southern and the Manufacturers’ Rail- 
way. The bridge will be used by the Penn- 
sylvania, the New York Central, the Balti- 
more & Ohio and the Missouri Pacific. 


Oil-Boat Owners Admonish New 
York C. of C. on Regulation 


A protest against the passage of any 
resolution seeking extension of I. C. C. 
jurisdiction over coastal, intercoastal or 
inland waterways by the Chamber of Com- 
merce of the State of New York was made 
in a letter signed by Major John H. Ross, 
of the Inland Petroleum Carriers’ Asso- 
ciation, The association, according to the 
letter, represents interests operating some 
600 tankers on inland waterways, aggre- 
gating 548,000 gross tons and having a 
cargo capacity in excess of 4,000,000 bar- 
rels. Major Ross’s letter maintains that 
“the effort to place coastal and inland 
waterways under the I. C. C. is being made 
by the railroads to force increases in water- 
ways rates to a point where they are on 
a competitive level with rail rates.” 


IC. C. Launches Probe of Stock 
Yard Services at Cleveland 


Acting upon the petition of railroads 
serving Cleveland, Ohio, the Interstate 
Commerce Commission has instituted an 
investigation to determine when the com- 
mon-carrier duty of such railroads under 
their line-haul rates ends on_ so-called 
“direct” shipments of ordinary livestock 
delivered at facilities of the Cleveland 
Union Stock Yards Company. The inves- 
tigation will also cover the character and 
extent of the facilities which the railroads 
ae required to provide in connection with 
the live-stock deliveries. 

The railroad’s petition, arising out of a 
dispute with the Stock Yards, was noted in 
the Railway Age of December 30, 1939, 
page 1010. The proceeding has been dock- 
ted as No. 28400, and hearings are set for 
February 7 at the Hotel Carter, Cleveland, 
before Examiners Carter and Haden. 


Navajo Discontinued After Twenty- 
five Years 
The Navajo, which the Atchison, Topeka 


& Santa Fe has operated between Chicago 
and Los Angeles, Cal., since October 1, 
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1915, will be discontinued on January 14, 
after twenty-five years of service. The dis- 
continuance of this train is due in part to 
a transfer of patronage to other trains and 
to an adjustment in schedules which per- 
mits a reduction in train mileage. If 
World’s Fair travel materializes later, the 
train will be restored during the summer 
months. 

Under the new arrangement, the Cali- 
fornia Limited will leave Chicago at 1:30 
a. m., instead of 10:15 p. m., the new de- 
parture time corresponding to the 1:35 a. 
m. departure time of the Navajo. It will 
leave Los Angeles at 2 p. m., instead of 
7:15 p. m., the new departure time cor- 
responding to the 1:35 p. m. departure time 
of the Navajo. At the same time, addi- 
tional cars have been added to the Fast 
Mail to handle Chicago-Kansas City busi- 
ness. 


New Haven Hobby Trains Carry 
More Than 14,000 in 1939 


The so-called “hobby trains” operated by 
the New York, New Haven and Hartford 
carried more than 14,000 customers over 
28,000 miles during 1939. These statistics 
cover special runs (exclusive of ordinary 
“cheap” excursion trains), in which some 
sport or hobby is introduced as supple- 
mentary to the railroad journey. They 
include snow trains, trips for railroad en- 
thusiasts and the so-called camera-cycle, 
fold-boat, fishing, husking bee and “thrill 
trip” trains, the activities of which have 
been outlined in the Railway Age at vari- 
ous times. 

From December 30, 1938, to April 6, 
1939, more than 8,300 New Yorkers alone 
took advantage of snow trains operated by 
the New Haven, the latter covering more 
than 24,678 miles. From the middle of 
May to the middle of October camera- 
cycle and fold-boat trains from New York 
carried nearly 1,000 hobbyists 1,600 miles. 
Nearly 4,000 persons participated in spe- 
cial camera-cycle and fishing trips oper- 
ated out of Boston, Mass., to Oak Bluffs 
and Nantucket via train and steamer. The 
1939 husking bee train (which is operated 
only once a year) carried some 500 New 
Yorkers into a rural atmosphere at Kent, 
Conn. 


December Operating Revenues 
8.4 Per Cent Above 1938 


Preliminary reports from 92 Class I rail- 
roads, representing 82.6 per cent of total 
operating revenues, made public January 
16 by the Association of American Rail- 
roads, show that those roads, in Decem- 
ber, 1939, had estimated operating revenues 
amounting to $285,027,826 compared with 
$262,881,600 in the same month of 1938, 
and $310,340,618 in the same month of 
1930. The December gross was 8.4 per 
cent above that for December, 1938, but 
8.2 per cent below December, 1930. 

Freight revenues of the Class I roads in 
December, 1939, amounted to $227,305,611 
compared with $206,021,788 in December, 
1938, and $231,253,015 in December, 1930 
—10.3 per cent above the former, but 1.7 
per cent below the same month in 1930. 
Passenger revenues in December, 1939, 
totaled $32,056,484 compared with $32,540,- 
988 in December, 1938, and $47,043,889 in 
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December, 1930—1.5 per cent below the 
former, and 31.9 per cent below the same 
month in 1930. 


N. Y. C. Employees Launch 
District Tabloid 


Representatives of the 14,000-odd New 
York Central employees in the New York 
City metropolitan district (incl. West Shore 
and marine) have started the New Year 
by the inauguration of a new four-page 
monthly newspaper in tabloid size en- 
titled the “Central Headlight.” Aimed 
largely to meet the interests of employees 
in the metropolitan area in presenting 
timely+ news about railroad and fellow- 
workers, the newspaper is produced by an 
editorial board headed by C. W. Y. Currie, 
publicity manager, and consisting of one 
employee-representative from each of eight 
basic departmental classifications. The 
board members, in turn, have selected cor- 
respondents in their respective divisions 
who are in an “on-the-ground” position 
to spot possible “stories.” The latter send 
in the facts to board members who re- 
write the material for publication. 

“Central Headlight” is intended to be a 
paper for employees by employees. Under 
this policy its advertising scope has been 
strictly limited. 


Court Postpones Hearing in Rail 
Terminal Case 


A hearing on government charges of vio- 
lation of the Elkins act by the Union 
Pacific, the city of Kansas City, Kan. and 
a number of produce dealers, scheduled to 
be held at Kansas City, Mo. on January 
3, was postponed until January 29. Re- 
quests of the government for temporary 
and permanent injunctions restraining the 
continuance of the alleged violations were 
consolidated. The defendants were accused 
by the office of. the United States attorney 
general, acting on behalf of the interstate 
Commerce Commission, of offering and 
accepting cash and free rentals totaling 
$142,550 for moving from the Kansas City, 
Mo. produce area to a"new produce term- 
inal in Kansas City, Kan. The government 
held that this violates the Elkins act which 
prohibits a railroad from giving rebates 
and the public from accepting them. The 
court also authorized the city of Kansas 
City, Mo., the Chicago, Burlington & 
Quincy, the Missouri Pacific, the Chicago, 
Rock Island & Pacific and the Atchison, 
Topeka & Santa Fe to intervene in the case. 


November Locomotive Shipments 


Thirty-seven locomotives were shipped 
from the country’s principal manufacturing 
plants during November, according to re- 
ports received by the Department of Com- 
merce’s Bureau of the Census. This com- 
pares with 47 shipped in October and eight 
in November, 1938. As of November 30 
there were unfilled orders for 184 locomo- 
tives, as compared with a revised figure of 
165 at the close of the previous month and 
94 on November 30, 1938. 

Shipments for last year’s first 11 months 
totaled 315 locomotives, as compared with 
240 for the first 11 months of 1938. Last 
year’s 1l-months total included 63 steam 
locomotives, 222 Diesel-electrics and 17 of 
other types for domestic service; and eight 
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steam and two electrics and three Diesel- 
electrics for export. 

Data furnished by the Car Service Divi- 
sion of the Association of American Rail- 
roads on locomotive building in railroad 
shops show that 26 steam locomotives and 
17 electrics were thus constructed during 
last year’s first 11 months. Revised figures 
on locomotives on order in railroad shops 
put the total as of November 30 at 47, in- 
cluding 27 steam and 20 electrics. 


G. E. Workers Spent $42,500 in 
Fares Going to the Fair 


The General Electric Company has done 
a bit of figuring and discovered that. Gen- 
eral Electric Day at the New York World’s 
Fair last summer brought nearly 4,000,000 
passenger-miles and $42,500 in revenues to 
the railroads. The nearly 30,000 employees 
of the company broke a number of records 
the day they traveled to see the Fair. It is 
believed, in the first place, that they com- 
prised the largest industrial group to visit 
the Fair in a body from outside the New 
York metropolitan area. The 9,000 em- 
ployees from the Bridgeport (Conn.) works 
filled nine full trainloads, said to be the 
largest single excursion operated by the 
New York, New Haven & Hartford in 
a number of years. The New York Cen- 
tral established another record movement 
in bringing nearly 6,000 General Electric 
employees in eight trains from Schenectady, 
N. Y., Pittsfield, Mass., and Erie, Pa., 
while the Pennsylvania and Long Island 
conveyed 3,500 employees from Philadel- 
phia, Pa., and 1,000 from Bloomfield, N. J. 

It is the opinion of officers of General 
Electric that many employees and _ their 
families on that occasion rode on a steam 
railroad train for the first time in their 
lives. 


Twin Cities Streamliners on 
Faster Schedules 


Fifteen minutes will be cut from the run- 
ning time of the Zephyrs of the Chicago, 
Burlington & Quincy, the Hiawathas of the 
Chicago, Milwaukee, St. Paul & Pacific 
and the “400s” of the Chicago & North 
Western on January 28. The fastest sche- 
dule will be that of the Morning Zephyr— 
6 hr. from Chicago to St. Paul, Minn. and 
6% hr. to Minneapolis. The changes in 
schedules were precipitated by the Burling- 
ton in an effort to adjust the arrival and 
departure times of its Zephyrs to those of 
connecting trains, particularly at the Twin 
Cities. The faster speed of the Zephyrs 
is made possible by rerouting the trains 
through the outskirts of LaCrosse, Wis. 

The northbound Morning Zephyr of the 
Burlington will be speeded up 15 min. or 
to 6 hr. to St. Paul and 6% hr. to Minne- 
apolis. Returning, its schedule will be 6% 
hr. from Minneapolis and 6% hr. from St. 
Paul, or 15 min. faster. The Afternoon 
Zephyrs’ time will be 15 min. faster or 614 
hr. to and from St. Paul and 634 hr. to and 
from Minneapolis. 

The Milwaukee’s Morning Hiawatha will 
continue to operate on its present schedule 
of 744 hr. to St. Paul and 8 hr. to Minne- 
apolis, but returning its time will be 6 hr. 
50 min. instead of 7 hr. 5 min. from Minne- 
apolis and 6% hr. instead of 614 hr. from 
St. Paul. The running time of the After- 
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noon Hiawatha will be cut 15 min. or to 
6% hr. to and from St. Paul and 634 hr. 
to and from Minneapolis. 

The schedule of the “400” of the North 
Western likewise will be speeded up 15 
min. or to 6% hr. to and from St. Paul 
and 634 hr. to and from Minneapolis. 


Commission Certifies Expenses of 
Reorganizations 


Division 4 of the Interstate Commerce 
Commission has certified in pending rail- 
road reorganization cases that its Bureau 
of Accounts and its Bureau of Valuation, 
in preparing reports which have been made 
parts of the records, have incurred the 
following costs: 

Minneapolis, St. Paul & Saulte Ste. 
Marie, Accounts, $6,187; Missouri Pacific, 
Accounts, $31,338, Valuation, $2,831; Ak- 
ron, Canton & Youngstown, Accounts, 
$4,566; St. Louis-San Francisco, Accounts, 
$17,263, Valuation, $3,893; Chicago, Rock 
Island & Pacific, Accounts, $20,518, Valua- 
tion, $2,834; Spokane International, Ac- 
counts, $2,431, Valuation, $44; Chicago & 
Northwestern, Accounts, $14,021, Valua- 
tion, $3,743; Chicago Great Western, Ac- 
counts, $6,183; Chicago, Indianapolis & 
Louisville, Accounts, $6,231, Valuation, 
$857; Oregon, Pacific & Eastern, Accounts, 
$1,181; Arkansas Valley Interurban, Ac- 
counts, $1,168; Boston & Providence, Ac- 
counts, $959; Fort Smith, Subiaco & Rock 
Island, Accounts, $584; Erie, Accounts, 
$23,899; New York, Susquehanna & West- 
ern, Accounts, $9,390, Valuation, $560; New 
York, Ontario & Western, Accounts, 
$3,561; Duluth, South Shore & Atlantic, 
Accounts, $3,412; New York, New Haven 
& Hartford, Accounts, $23,742, Valuation, 
$7,429; Western Pacific, Accounts, $4,179; 
Chicago, Milwaukee, St. Paul & Pacific, 
Accounts, $13,661, Valuation, $3,261; Den- 
ver & Rio Grande Western, Accounts, 
$11,074; Valuation, $1,980; and the St. 
Louis Southwestern, Accounts, $12,761, 
Valuation, $1,095. 


Annuities and Pension in Force 
on December 31 


Monthly payments in force under the 
Railroad Retirement Act at the end of De- 
cember amounted to $8,740,555 and were 
payable on 138,820 claims. Compared with 
the end of November, there were 1,186 
more claims in force and the monthly 
amount payable was $78,348 higher. 

In the six-month period, July-December, 
1939, there was a net increase of 6,581 
claims in force and of $450,079 in the 
monthly amount payable. This is equiva- 
lent to a monthly increase of 1,097 in the 
number of claims and of $75,013 in the 
monthly amount payable. In the preceding 
six months, January-June, there was a net 
increase of 8,609 in the number of claims 
in force and of $573,399 in the monthly 
amount payable, an average monthly in- 
crease of 1,435 in claims and of $95,566 in 
amount payable. The smaller net increase 
in the July-December period is attributed 
principally to the smaller number of claims 
awaiting certification and the smaller 
monthly average of applications received. 

The number of employee annuities in 
force continued to increase and the num- 
ber of pensions to decrease. Employee an- 
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nuities at the end of December constituted 
71 per cent of the total number of claims 
in force, while pensions (payable to for- 
mer pensioners of the railroads) constj- 
tuted 27 per cent. The proportion of sur- 
vivor annuities in force increased from 
0.7 per cent at the end of June, 1938 to 
1.5 per cent at the end of December, 1939. 
The percentage of death benefit annuities 
decreased from 0.6 to 0.5 in the same 
period. 


Rutland Wage “Deduction” Appeal 
Heard in New York 


Argument was heard in the United 
States Circuit Court of Appeals in New 
York on January 11 and 12 on appeal by 
the standard railroad labor organizations 
from an order of the Vermont Federal 
District Court of July 30, 1938, ordering 
the receiver of the Rutland to deduct an 
average of 17 per cent (from 10 to 30 per 
cent on a sliding scale) from the wages of 
all employees in order to continue opera- 
tion of the road. The unions have con- 
tended that the deductions violated exist- 
ing wage agreements effective in 1937 and 
the Railway Labor Act. 

The Federal District Court in Vermont 
issued an order dated December 16, 1939, 
directing the Rutland receiver to pay the 
porticn of wages withheld in accordance 
with the order attacked in the Circuit 
Court for the months of August to De- 
cember, 1938, inclusive. This was in re- 
sponse to a petition made by the receiver 
stating that the company had sufficient cash 
in hand to refund the withheld wages and 
maintain an adequate working fund as well. 
The total amount paid over to employees 
was $155,096. It is expected that the re- 
mainder of the wages withheld under the 
July, 1938, order (for January to June, 
1939, inclusive), amounting to $188,286, 
will be refunded if and when the finances 
of the road permit. 


Railroad Minimum-Wage Hearings 
Set for February 14 


Public hearings in connection with the 
Railroad Industry Committee’s work of 
preparing to recommend a minimum wage 
for the railroad industry under the Fair 
Labor Standards Act will begin in Wash- 
ington, D. C., on February 14, according 
to a January 15 announcement from the 
committee’s chairman—Frank P. Graham, 
president of the University of North Car- 
olina. The committee is authorized under 
the act to recommend a minimum wage 
up to 40 cents per hour, the present gen- 
eral minimum provided for in the act be- 
ing 30 cents per hour. 

The railroads were exempt from the 
maximum-hours provisions of the act, but 
are subject to the minimum-wage provl- 
sions; maintenance of way workers are 
about the only railroaders affected, the 
Wages and Hours Administration having 
estimated that about 100,000 employees of 
the carriers would be involved. 

Appointment of the Railroad Industry 
Committee was announced last November, 
as noted in the Railway Age of November 
11, 1939, page 760. The committee has 
12 members, including four representatives 
of railway management, four representa- 
tives of railway labor and three represetr 
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tatives of “the public.” Chairman Graham 
is one of the latter. His announcement of 
the hearing date said that the committee 
would meet in executive session on Feb- 
ruary 12 and 13. 


A. A. R.-N. Y. C. Tests of Asphalt 
Road Bed 


Tests to determine the practicability of 
using asphalt road bed construction for 
railroads are being made by the New York 
Central in cooperation with the Associa- 
tion of American Railroads, J. J. Peiley, 
president of the latter organization, an- 
nounced on January 15. 

Among the things which engineers hope 
to determine by these tests are whether 
such construction will reduce railroad track 
maintenance costs, provide better track 
drainage and keep coal slack and cinders 
out of the track ballast. 

Over a stretch of track 600 ft. long on 
the New York Central near Bryan, Ohio, 
regular crushed rock ballast has been 
mixed with asphalt and placed under the 
track and between the ties. Below the 
ties, the mixture is eight inches thick. In 
the center of the track it reaches to within 
one inch of the level of the tie but grad- 
ually slopes to either side of the track in 
order to provide proper drainage. The 
surface has the appearance of regular as- 
phalt pavement. 

This is the first time that any experi- 
ment of this nature has been conducted and 
its outcome is being watched closely by 
the railroads, Mr. Pelley’s announcement 
said. 


Opposition Increases on St. 
Lawrence Project 


President Roosevelt announced at his bi- 
weekly press conference on January 16 that 
he would meet in the very near future with 
Adolph Berle, assistant secretary of state, 
to discuss the progress being made on the 
negotiation of a treaty with Canada on the 
proposed St. Lawrence seaway. Mr. Berle, 
together with other State Department 
people, recently went to Ottawa to discuss 
the treaty with the Canadian government. 
Mr. Roosevelt said he would discuss the 
treaty with Mr. Berle before the Canadians 
come to Washington at the end of January 
for further discussions. Asked whether it 
was safe to say that the treaty would be 
signed within a month, the President denied 
that such would be the case. 

At the same time Representative Martin 
J. Kennedy, Democrat of New York, has 
introduced in the House a resolution calling 
for a congressional investigation of the 
whole project, pending the outcome of 
which negotiations would be suspended. 

Meanwhile, railroad labor took up the 
battle against ratification of the proposed 
treaty. Railroad labor union leaders have 
mamed Alvanley Johnson, grand chief en- 
gineer of the Brotherhood of Locomotive 
Engineers, to cooperate with other groups 
in contesting the ratification of the treaty 
when it is submitted to the Senate. 

Julius G. Luhrsen, executive secretary of 
the Railway Labor Executives Association, 
Was also quoted last week as opposing the 
Tatification of the treaty. “We opposed the 
Project”, said Mr. Luhrsen, “because we 
Considered it an expensive luxury the coun- 
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try could well do without. The waterway, 
if authorized, will be a serious competitor 
for traffic now handled by the railroads. 
That would imperil the jobs of many rail 
workers. Congress is now working on leg- 
islation to give the railroads a square deal 
and we regard the waterway as inconsistent 
with that objective.” 


I. W. C. Officers Now in St. Louis 


President Chester C. Thompson of the 
government-owned Inland Waterways Cor- 
poration and his staff were at work last 
week in the Corporation’s new general of- 
fices in St. Louis, Mo., the previously-an- 
nounced transfer from Washington, D. C., 
having been completed on January 8. 
“The shift,” said a Department of Com- 
merce announcement, “places the offices in 
the geographic center of the area in which 
business is carried on, and will effect a re- 
duction in overhead and operating expenses 
due to a merger with the Operating Divi- 
sion of the Corporation, already located in 
St. Louis.” 

The Corporation’s St. Louis address is: 
Boatsman’s Bank Building, Broadway and 
Olive street. Transferred from Washing- 
ton were Vice-President John Powell, Sec- 
retary-Treasurer Guy T. Bartley, Admin- 
istrative Assistant A. C. Mills and three 
members of the clerical force. “Every ef- 
fort,” says the announcement, “is being 
made to obtain other positions for the 
seven clerical and stenographic employees 
formerly employed in Washington whose 
functions were abolished with the trans- 
fer.” The St. Louis office will maintain a 
staff of about 65—50 in the Operating Di- 
vision and 15 on the administrative staff. 
A new addition to the latter is Personnel 
Relations Assistant Hal J. Wright, who 
will be in charge of all labor relations, 
working directly under President Thomp- 
son’s supervision. Mr. Wright has for the 
past three years been engaged in labor 
relations work for the Works Progress 
Administration, his most recent W.P.A. 
position having been Administrative Off- 
cer of the Employment Division with head- 
quarters at Washington. 


Club Meetings 


The Toronto Railway Club will hold its 
annual meeting at the Royal York hotel, 
Toronto, Ont., January 22, at 7:45 p. m. 
John M. Hay, assistant vice president, Bell 
Telephone Company of Canada, will give 
a speech entitled “From the Windows of 
the Royal Train.” 

The Traffic Club of Cleveland, Ohio, 
will hold its 27th annual dinner at the 
Hotel Cleveland, on February 8. Luther 
Patrick, congressman from Alabama, will 
be the principal speaker. 

The New England Railroad Club will 
hold its next meeting at the Hotel Tour- 
aine, Boston, Mass., on February 13 E. D. 
Campbell, general mechanical engineer, 
American Car & Foundry Co., will present 
a paper entitled “Riveted and Welded Con- 
struction of Freight and Passenger Cars.” 
The address will be illustrated by lantern 
slides. 

The Railway Club of Pittsburgh will 
hold its next meeting at the Fort Pitt 
Hotel, Pittsburgh, Pa., on January 25. Dr. 
Harvey Bartle, chief medical examiner, 
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Pennsylvania, will present a paper entitled 
“The Medical Side of the Railroad In- 
dustry and Its Management.” 

The Eastern Car Foreman’s Association 
will hold its next meeting at the Engineers’ 
Society Building, 29 West 39th street, 
New York, on January 26. C. J. Hayes, 
Manager, A. A. R. Billing Bureau, New 
York Central, will present a paper entitled 
“Changes in the A. A. R. Interchange 
Rules.” 


Wood-Preservers’ Convention 


The American Wood-Preservers’ Asso- 
ciation will hold its thirty-sixth annual 
convention at the Coronado Hotel, St. 
Louis, Mo., on January 23-25. At this 
convention, which will be presided over by 
C. S. Burt, president (superintendent ties 
and treatment, I. C.), a number of reports 
and addresses will be presented of special 
interest to the railways. Especially im- 
portant is a Users’ Day program to be pre- 
sented at the Wednesday morning session, 
at which G. W. Harris, chief engineer, A. 
T. & S. F. System, will speak on What 
We Can Expect from Treated Ties; G. H. 
Trout, bridge engineer, Union Pacific Sys- 
tem, will present a paper on The Prefram- 
ing of Timber for Use in Bridges, G. R. 
Smiley, chief engineer, L. & N., will dis- 
cuss the Stacking, Seasoning and Treat- 
ment of Gum Lumber for Railroads, and 
Elmer T. Howson, western editor of Rail- 
way Age, will present a paper on The Di- 
versified Uses of Creosoted Wood by the 
Railways. 

Reports will be presented by the com- 
mittees on Preservatives, the Pressure 
Treatment of Oak Ties and Timber, the 
Pressure Treatment of Southern Pine Ties 
and Timber, the Pressure Treatment of 
Southern Pine Piles and Poles, the Use of 
Treated Wood for Car Lumber; reports 
will also be presented on Service Records 
of Poles, Ties, Bridge and Structural Tim- 
ber and Marine Piling. Opportunity will 
be afforded those attending the convention 
to visit treating plants in the vicinity of 
St. Louis. 


“Daylight” Inaugurated with 
Broadcast 


An unusual broadcast from two points 
on the train, from the studio and from 
the railway station, featured the installa- 
tion in service of the first of the two new 
“Daylights” by the Southern Pacific be- 
tween San Francisco, Cal., and Los An- 
geles on January 2. In the broadcast over 
radio stations KGO and KPO, several dif- 
ficulties had to be overcome to produce an 
uninterrupted program. To co-ordinate the 
broadcast from the locomotive cab and that 
from the dining car, watches were syn- 
chronized so that the program could be 
dropped in the locomotive and picked up 
in the dining car without a delay of more 
than a few seconds. 

Another difficulty surmounted was the 
blanking out of the broadcast as the train 
passed through tunnels during the last 19 
minutes of its run into San Francisco. To 
accomplish this, the broadcast was timed 
so that at the moment the train entered 
the tunnel sections the announcer at the 
railway station picked up the program. The 
broadcast began from the studio at 6 p. m., 
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with a conversation between an announcer 
in the locomotive cab, and Joséph Dyer, 
vice-president in charge of operations of 
the Southern Pacific. As the train entered 
a tunnel a few minutes later the broadcast 
was transferred to the station, four min- 
utes later to the dining car, and after the 
train arrived in the station, to the plat- 
form where officers of the railroad and 
passengers were interviewed. 

The second Daylight was placed in serv- 
ice on January 10. 


Modifications in Arch-Bar 
Truck Rule 


According to Circular D. V.—972, just 
issued by the Association of American Rail- 
roads, Mechanical division, certain modi- 
fications have been made in the interchange 
rule which prohibits acceptance from own- 
ers of freight cars equipped with arch-bar 
trucks after December 31, 1939. 

Effective January 1, 1940, a note is added 
to Par. (4), Sec. (t), Rule 3, as follows: 
“(t-4) Trucks, with arch bars, prohibited, 
on and after January 1, 1940, under all 
cars. From Owners. 

“Note-——The movement of cars equipped 
with arch-bar trucks must be confined to 
owner’s rails, except that they are accept- 
able in interchange from owner for loading 
or for unloading within the same terminal 
switching district in which the interchange 
occurs, providing that no road haul is in- 
volved in such movement, and providing 
that cars so interchanged will be immedi- 
ately returned to owner’s rails when load- 
ing or unloading is accomplished. 

“Cars equipped with arch-bar trucks are 
acceptable for movement between plants 
located in the same switching district, pro- 
viding no road haul is involved.” 

Effective January 1, 1940, the second note 
following Par. (2), Sec. (w) Rule 3, is 
modified to read as follows: 

“Note.—Industrial or other cars not in- 
tended for interchange service, when mov- 
ing on their own wheels, may be accepted in 
interchange in their initial movement from 
manufacturer to destination (or seaboard) 
without meeting the requirements of Sec. 
(a), Par. (1), insofar as the retaining 
valve and A. A. R. standard triple valve 
are concerned, second paragraph of Sec. 
(b) for No. 2 A. A. R. brake beams, first, 
second and seventh paragraphs of Sec. (c), 
third paragraph of Sec. (s), paragraphs 
(1), (2-a), (2-b) and (4) of Sec. (t) and 
Specifications for Tank Cars. To each 
side of such cars a card shall be attached 
by shippers, reading as follows: ‘Industrial 
or Export Car shipped in accordance with 
A. A. R. Rule 3. Sigened........ Shipper.’ ” 


New Englander Discusses “Politics” 
of South-North Rate Decisions 


An article discussing the alleged polit- 
ical influence on the decision of the In- 
terstate Commerce Commission on rates 
on a limited number of commodities be- 
tween Southern territory and the North 
(docketed as No. 27746 and reviewed in 
the Railway Age of December 9, page 889) 
is contained in a recent issue of the 
“New England News Letter” as writ- 
ten by C. H. Swain, chairman, The New 
England Governors’ Railroad Freight Rate 
Committee. Although the writer does not 
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believe that New England interests will 
be affected materially by the limited 
changes involved, it is his opinion that “the 
entire country may be substantially in- 
jured hereafter by the flaws developing 
under pressure in the regulatory machinery 
itself.” 

Contending that the case was not han- 
dled in customary fashion, Mr. Swain de- 
clares that ordinarily a proposed report 
in a case of such importance is made by 
an examiner who has heard all the evi- 
dence. In this case, such a report, if 
written was “squashed,” he alleges, and a 
report issued by a Commissioner who 
heard only the scuthern evidence—“an un- 
precedented occurrence.” 

The article then quotes a paragraph 
from a speech made by Governor Rivers 
of Georgia (chairman of the Southern 
Governors’ Rate Committee) at Memphis, 
Tenn., in September of 1939 in which there 
appears the following: 

“We recognize that the Interstate Com- 
merce Commission as a_ public, political 
body cannot be impervious to the weight 
of public opinion and political influence. 
Therefore, taking the building up of a 
public opinion and understanding, plus 
political influence, we believe every state 
in the nation involved in the investigation 
outside of the favored territory should 
come in on some basis of the fight.” 

Commerting on this pclitical expression, 
Mr. Swain says: “We just can’t have de- 
cisions governed by the influences Gover- 
nor Rivers proposes to employ; these rates 
should be as near right as an approach to 
the problems with “cold impartiality” can 
make them.” 


Credit for Service to Labor Organi- 
zation Under Pension Act 


Service to a railway labor organization 
which has not been determined to be an 
“employer” under the Railroad Retirement 
Act may be creditable toward an annuity 
under the act if it meets the requirements 
of employee representative service under 
section 1 (b) of the Railroad Retirement 
Act of 1937, according to an item in the 
latest issue of the Railroad Retirement 
Board’s “Weekly Review.” 

This would mean any officer or official 
representative of a railway labor organi- 
zation other than a labor organization in- 
cluded in the term “employer” as defined 
in section 1 (a) who before or after Aug- 
ust 29, 1935, was in the service of an em- 
ployer as defined in section 1 (a) and who 
is duly authcrized and designated to rep- 
resent employees in accordance with the 
Railway Labor Act, and any individual 
who is regularly assigned to or regularly 
employed by such officer or official repre- 
sentative in connection with the duties of 
his office. 

A railway labor organization may be an 
employer under the Railroad Retirement 
Act if it is national in scope and organ- 
ized in accordance with the provisions of 
the Railway Labor Act. In the absence 
of convincing evidence to the contrary, the 
Railroad Retirement Board assumes that 
an organization meets these requirements 
if it was doing business on or after June 
21, 1934, and establishes, in accordance 
with the Board’s regulations, a right under 
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the Railway Labor Act, to participate jy 
the selection of labor members of the Na- 
tional Railroad Adjustment Board. Only 
after the right of an organization to par- 
ticipate in the selection of labor members 
of the National Railroad Adjustment 
Board is established does the Railroad Re- 
tirement Board consider whether it is a 
railway labor organization, and make a de- 
termination as to whether it is an employer 
under the act. 


Pennsy Patrons Like Music and 
News on Station Loud Speakers 


For some time the Pennsylvania has 
presented programs of recorded and broad- 
casted music and news comments over loud 
speakers placed at various points in its 
Harrisburg (Pa.) station. To ascertain 
whether passengers desired this feature to 
be continued after Christmas and made 
a permanent part of the station atmosphere, 
the road distributed questionnaires request- 
ing replies to certain key questions. Dur- 
ing the three weeks prior to Christmas, a 
large number of these were filled out and 
the answers tabulated by the road. 

Of those replies, 99.8 per cent expressed 
approval and only .2 per cent dissented 
therefrom. Of those who approved, 27 per 
cent favored news broadcasts; 25 per cent 
preferred dance music; 22 per cent liked 
Christmas Carols during the holiday season; 
17 per cent voted for semi-classical music 
while 8 per cent rooted for classical, “high- 
brow” selections. A few of the more in- 
teresting comments written in on returned 
questionnaires read as follows: “Any of it 
is satisfactory to an old traveling sales- 
man;” “Let’s hope P. R. R. will use this 
as a start;’ “Don’t broadcast any of 
Roosevelt’s speeches ;” “I travel on business 
and have to spend plenty of time waiting 
for trains, so can enjoy the pleasant 
change ;” “Great stuff ;” “Why not adver- 
tise Pennsylvania railroad service? ;” 
“Cowboy music;” “Anything but cowboy 
music.” 

In view of these reactions, the loud 
speaker programs have been continued as 
a permanent feature. 

The broadcasting arrangement at Har- 
risburg consists of a radio with a record- 
playing attachment located in the telegraph 
office and connected to various loud speak- 
ers fixed at points in the station after ex- 
tensive practical experiments. The radio 
programs and records used are carefully 
selected and are played only at certain 
times during the day in accordance with 
an approved schedule so as not to interfere 
with regular use of the enunciator system 
by train announcers. 

A similar set-up has been inaugurated 
at a number of other stations on the rail- 
road on which Christmas carols were 
broadcasted as a part of general holiday 
arrangements. 


Freight Car Loading 


Revenue freight car loadings for the 
week ended January 13 totaled 667,713 cars. 
The Association of American Railroads 
announced on January 18. This was an in- 
crease of 75,321 cars, or 12.7 per cent, 
above the preceding week, an increase of 
85,469 cars, or 14.7 per cent, over the cor- 
responding week of 1939 and an increase 
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of 86,973 cars over the comparable 1938 
week. 

The loadings for the previous week 
ended January 6 totaled 592,392 cars, and 
the summary for that week, as compiled by 
the Car Service Division, A.A.R., follows: 


Revenue Freight Car Loadings 
For Week Ended Soturday, January 6 











District 1940 1939 1938 
Eastern .....0% 129,723 114,577 114,240 
Allegheny ..--. 126,488 101,094 98,112 
Pocahontas .... 41,824 35,967 35,892 
Southern ....-- 92,149 86,937 88,808 
Northwestern .. 69,692 63,255 71,246 
Central Western 87,992 86,163 94,312 
Southwestern .. 44,524 41,378 49,958 
Total Western 

Districts .... 202,208 190,796 215,516 
Total All Roads 592,392 529,371 552,568 

Commodities 
Grain and grain 

products ..... 27,043 29,451 39,672 
Live stock .... 12,410 12,823 14,635 
Grab oc ccence es 148,617 116,818 110,868 
ROME 6 ioc'eclw ass 11,596 7,295 6,826 
Forest products. 26,118 21,988 24,258 
Oe c.ccnce seles 9,281 8,995 6,454 
Merchandise l.c.l. 123,276 122,716 142,138 
Miscellaneous .. 234,051 209,285 207,717 
January 6 .. 592,392 529,371 552,568 
Mecemper SO... 0 2 feecee 550,270 499,455 
December 25 650 accor ws 654,817 574,198 
December 16 .. ws eee 681,166 606,003 
RERINDES De cee Setereces 687,265 618,964 


In Canada.—Carloadings for the week 
ended December 30 totaled 36,866 com- 
pared with 45,891 for the previous week 
and 31,122 cars a year ago, according to 
the compilation of the Dominion Bureau 
of Statistics. 

Total loadings for the 52 weeks were 
2,548,944 compared with 2,432,786 in 1938. 
This was an increase of 116,158 or 4.8 per 
cent. All groups except pulpwood and 
miscellaneous showed increases, grain be- 
ing up 20.7 per cent; live stock 1.9 per 
cent; coal 8.6 per cent; coke 17.5 per cent; 
lumber 18.9 per cent; pulp and paper 16.8 
per cent; other forest products 15.0 per 
cent; ore 4.2 per cent, and merchandise 
0.3 per cent. Pulpwood was down 31.2 
per cent and miscellaneous 1.2 per cent. 

The increase in the eastern division was 
from 1,525,518 in 1938 to 1,597,786 and in 
the western division from 907,268 to 951,- 
158, 

Total Total Cars 


Cars Rec’d from 


Total for Canada: Loaded Connections 


Dec, 30; 1999 2.2... 36,866 22,557 
Dec. 7 ae sO 45,891 26,489 
Dec, 16,1939) 5.5224. 48,343 27,401 
Dec. 1 Os (ee 31,122 16,828 
Cumulative Totals for Canada: 
Wee; 30, 1939 ...00 2,548,944 1,203,302 
Dec, 31, 1938) . escas 2,432,786 1,072,824 
Nan. I, SIGS! oceans 2,627,703 1,353,326 


Morgan Underwriter Opposes 
Competitive Bidding 


A copy of a memorandum setting forth 
reasons for opposition to competitive bid- 
ding for new issues of corporate securities 
which was placed in the hands of members 
of the Temporary National Economic 
Committee at Washington, D. C., by 
Harold Stanley, president, Morgan Stanley 

Co., New York investment house, in con- 
nection with his testimony recently, by per- 
mission of Chairman O’Mahoney (although 
Not introduced as part of the record), has 
been received by Railway Age. 

Mr. Stanley’s chief point of contention is 
that competitive bidding for securities flo- 
tations would destroy the benefits of close 
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working relations between the issuer and 
his banker, which are analogous to those 
between a lawyer and his client. He be- 
lieves that those who insist on making com- 
petitive bidding compulsory fall into several 
categories: (1) those who sincerely believe 
it to be to the best interests of borrowers and 
investors; (2) investment houses which tse 
the issue for “sectional” reasons; (3) those 
who “believe that fair dealing cannot exist 
between people who have confidence in cach 
other or have known each other or have 
done business with each other for any 
length of time’; (4) those who believe in 
the myth of “banker domination”. he 
latter class, Mr. Stanley further charac- 
terizes as those “who have had no practical 
experience in banking or in industry and by 
persons intent on creating sentiment for 
the abolition of private enterprise”. 

Mr. Stanley contends that compulsory 
competitive bidding for new corporation 
issues would have the following far-reach- 
ing, and in his opinion, undesirable effects : 
“(1) the investment banker’s sense of 
responsibility would be minimized under 
competitive bidding, and his professional re- 
lations with his client destroyed; (2) there 
would be a strong tendency toward over- 
pricing of securities and high-pressure sales- 
manship; (3) the practice would encourage 
the production of shoddy goods; (4) the 
joint study and co-operation in the prepara- 
tion of the documents required by the Se- 
curities Act would be largely eliminated; 
and, (5) competitive bidding would tend 
to eliminate the small dealer throughout 
the country”. 


Would Refuse Sale of Peninsula to 
Richmond Greyhound 


Examiner Harold D. McCoy of the 
Bureau of Motor Carriers’ Section of Fi- 
nance has recommended in a proposed re- 
port that the Interstate Commerce Com- 
mission affirm Division 5’s March, 1938, 
decision denying the application of Rich- 
mond Greyhound Lines, affiliate of the 
Richmond, Fredericksburg & Potamac, for 
authority to acquire the Peninsula Transit 
Corporation through purchase of capital 
stock for $320,000. The examiner bases 
his adverse recommendation on a finding 
that the proposed acquisition “would not 
be consistent with the public interest” in 
that it would eliminate much of the bus 
competition from the territory served by 
Peninsula, which territory “roughly de- 
scribes a triangle, bounded by Baltimore, 
Richmond and Norfolk.” 

Division 5’s adverse decision, reviewed 
in the Railway Age of March 26, 1938, 
page 583, turned upon its interpretation of 
the Motor Carrier Act’s section 213, which 
requires that when railroads or their affili- 
ates are involved in acquisitions there must 
be a showing that the proposed transaction 
will enable “such carrier other than a motor 
carrier to use service by motor vehicle to 
public advantage in its operations, and will 
not unduly restrain competition”. For the 
purposes of the decision, Division 5 as- 
sumed, “although we do not so find,” that 
the R. F. & P.’s 49 per cent interest in 
Richmond Greyhound does not give the 
railroad control or power to exercise con- 
trol. It went on to point out, however, 


that section 213 “is not alone concerned 
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with control, but also with management in 
a common interest.” 

A hearing was granted upon petition of 
Richmond Greyhound, and the examiner 
finds that since Division 5’s report the three 
R. F. & P. representatives of Richmond 
Greyhound’s board of seven directors have 
resigned from their former roles as the 
latter’s vice-president, assistant traffic 
manager, and auditor. These changes, Mr. 
McCoy finds, make the railway-affiliations 
phase of the case indistinguishable from 
that presented in Northland-Greyhound 
Lines, Inc..—Purchase Liederbach, 25 M. 
C. C. 109. (See Railway Age of May 13, 
1939, page 848.) Thus the examiner 
reached the conclusion that there was no 
longer any reason to believe that the af- 
fairs of Peninsula, if it were to be acquired 
by Richmond Greyhound would be managed 
in the interest of the R. F. & P. As noted 
above, his recommendation that Division 
5’s adverse finding be affirmed is based on 
what he conceives to be the need for main- 
taining competition in the area involved. 


Waterway Boys After Reed 


The Inland Empire Waterways Associ- 
ation, with headquarters at Walla Walla, 
Wash., issued a January 15 press release 
from Washington, D. C., revealing that its 
executive vice-president—Herbert G. West 
—had recently written a letter to Senator 
Clyde M. Reed, Republican of Kansas, to 
protest against the Senator’s Chicago ad- 
dress of last ‘November -before the Na- 
tional Industrial Traffic League. This ad- 
dress of “Senator Reed’s was reported in 
the Railway Age of November 25, 1939, 
page 817. The letter arrived in Decem- 
ber, while Senator Reed was away from 
Washington, and he replied on January 17. 

Among other things, Mr. West charged 
Senator Reed with being “bitter with ha- 
tred of inland waterway transportation ;” 
and he asserted that the Chicago speech 
was “most unbecoming and unjustified,” 
coming, as it did, from a member of the 
conference committee on S.2009, the pend- 
ing omnibus transportation bill which would 
bring inland waterway transportation un- 
der Interstate Commerce Commission ju- 
risdiction. In view of the “unprecedented 
remarks,” the letter went on to ask Sena- 
tor Reed’s cooperation in an endeavor to 
cbtain “at least thirty days” for study of 
the S.2009 conference report before it is 
called up for action by either branch of 
Congress. 

Senator Reed’s reply expressed his fear 
that Mr. West had not read the Chicago 
speech. It went on to quote from that 
address statements wherein the Senator 
had disclaimed preference for any form 
of transportation or prejudice against any 
other form, and had asserted that water 
transportation under some circumstances is 
the most economical known. Another quo- 
tation pointed out that S. 2009 would re- 
quire the Interstate Commerce Commission 
to recognize and preserve the inherent ad- 
vantages of each form of transportation. 
These statements, Mr. Reed suggested, pre- 
sented quite a contrast to a statement in 
Mr. West’s letter saying “We are naturally 
prejudiced”. “I am not prejudiced naturally 
or otherwise about any of these things”, 
Senator Reed concluded. “What I am 
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seeking is a sound national transportation 
policy.” 

The West letter is understood to have 
been but one of few in similar vein which 
Senator Reed has received among numer- 
ous other communications and newspaper 
comment applauding his N. I. T. League 
address. 


Costs to Fore 
in Rate Cases 


(Continued from page 176) 


investigations by the trucks with respect 
to the railroads and by the railroads with 
respect to the trucks, and some very im- 
portant and difficult cases, which I call 
tate-war cases, have developed in connec- 
tion with that matter. They are exceed- 
ingly difficult to handle; they are on the 
increase, and they require the ascertain- 
ment of the respective costs of service of 
the two forms of transportation.” 

Continuing his discussion of this ques- 
tion, Mr. Eastman said that “The com- 
petitive situation between the trucks and 
the railroads, particularly, and the water 
carriers and pipe lines enter into it also, 
has almost completely changed the picture 
with respect to railroad rates, and has cre- 
ated a very chaotic condition. As a result 
of that situation the commission, last sum- 
mer, instituted two very important and 
very large investigations; an investigation 
of practically all the class rates in the 
country, and an investigation of the classi- 
fications of commodities on which those 
class rates are based for both the railroads 
and the trucks. We expect them to be 
rather prolonged and difficult and expen- 
sive proceedings to handle, so that the sit- 
uation with respect to railroad rate cases 
is that the work shows a distinct tendency 
to increase materially.” 

Turning to the subject of the Bureau of 
Motor Carriers, Mr. Eastman told the 
committee that the bureau “is able to han- 
dle only a fraction of the complaints of 
law violations which are brought to it.” 
He also pointed out to the committee that 
the safety regulations and hours of service 
regulations are now in effect for public 
carriers and that the commission has un- 
der consideration the question of extend- 
ing these regulations to the so-called pri- 
vate carriers. “We do not have a suf- 
ficient force of men at present for the 
proper enforcement of these regulations,” 
he declared. 

The committee had notice served on it 
that the commission would probably have 
to ask for a deficiency appropriation for 
its cost-finding work for the coming year 
when the chairman asserted that the de- 
mands of that section “have already so in- 
creased, in view of these competitive rate 
cases which are coming up, and the con- 
tinual submission of cost studies by parties 
to cases, in addition to those which we de- 
velop by our own cost finding investiga- 
tions, and in view of the elaborate studies 
of this character which will be necessary 
in connection with the great class-rate in- 
vestigation which we have instituted, is 
such that Commissioner Splawn, who is in 
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charge of that Bureau, reported to the 
commission today (December 12, 1939) 
that he thinks it will be necessary to ask 
for a deficiency appropriation for the cur- 
rent year and an increase in the appropri- 
ation for the coming year for that work.” 

Coming to the work of the Bureau of 
Finance, Mr. Eastman remarked that at 
the present time it is “loaded down with 
the reorganization of bankrupt railroads. 
I think you can imagine,” he continued, 
“what amount of labor and difficulty is 
involved in connection with that work. I 
am glad to say that we are beginning to 


make substantial progress in the decision | 


of those cases. Most of the important 
ones have been heard and we are coming 
to the point of decision in a great many.” 

“It will be some time yet before we are 
through with those cases. In the meantime 
we see ahead of us, particularly if the 
new railroad legislation goes through, a 
probable increase in the number of con- 
solidation cases, which are also handled by 
the Bureau of Finance because, as you 
know, the new act is intended to liberalize 
the consolidation provisions of the statute, 
and it is hoped it will encourage move- 
ments in that direction.” 


Wheeler on Transport Bills 


Senator Wheeler, Democrat of Montana, 
chairman of the Senate committee on in- 
terstate commerce, last week told the Na- 
tional Conference of Business Paper Edi- 
tors that S.2009, the general transportation 
bill, will “without doubt” be finally enacted 
at the present session of Congress. The 
Senator does not think that the opposition 
to the idea of placing water carriers under 
Interstate Commerce Commission regula- 
tion “is based upon reason at all.” 

Mr. Wheeler discussed the general leg- 
islative situation with the business editors, 
and some of his remarks were “off-the- 
record.” He did ‘not, however, apply such 
a restriction to his comment on the out- 
look for transport legislation. 

In further references to S.2009’s provi- 
sions for the regulation of water carriers, 
Senator Wheeler said that he used to think 
that the construction of inland waterways 
would result in lower prices to the people 
of the interior. He has learned, however, 
that waterways merely “help particular in- 
dustries” who charge their customers the 
railroad rate and “put the rest in their 
pockets.” The people who are getting the 
benefit of the government subsidies to in- 
land waterway transportation, he went on, 
want to keep the railroads regulated; but 
when regulation of water carriers is sug- 
gested they get “shippers and farm organi- 
zations who don’t know what they’re talk- 
ing about” to come in and protest. 

With respect to other railroad legisla- 
tion, the Senator mentioned the Senate- 
approved bill which proposes a new set-up 
for the handling of railroad financial re- 
organizations. This measure is now be- 
fore the House committee on judiciary, 
where, Mr. Wheeler said, it has encoun- 
tered a “good deal” of opposition, partic- 
ularly with reference to its proposal to 
establish a special court for the handling 
of railroad reorganizations. Nevertheless, 
he expects that the measure will pass in 
some form. Previously he had revealed 
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his attitude toward the special-court pro- 
vision, saying that he was not at first “en- 
amoured” of it, although he later became 
convinced that it would be a “good thing.” 
However, he isn’t “married” to the idea, 
and wants particularly to provide for rail- 
road reorganizations that will stand up 
through a depression. . 

In the latter connection Senator Wheeler 
expressed the view that there will be a 
demand for government ownership (“and 
that’s bad for all”) if a great number of 
railroad companies fail every time they go 
into a depression. His position with re- 
spect to putting railroads “through the 
wringer,” he said, has been “misunder- 
stood”; he admitted that he has used that 
expression but all he meant to convey was 
his above-mentioned view that railroad fin- 
ancial structures should be such as would 
stand up through a depression. 


Supply Trade 





Canadian Car & Foundry Annual 
Report 


The Canadian Car & Foundry Co., Ltd., 
in its report for the fiscal year ended Sep- 
tember 30, 1939, reports that combined op- 
erations for the year, including wholly- 
owned subsidiary companies, show a loss 
of $504,815 after all charges, as compared 
with a profit during the preceding fiscal 
year of $1,177,314. Preferred dividends in 
the amount of $249,141 were paid during 
the 1939 fiscal year, as compared with 
$495,451, plus fifty cents per preferred 
share on account of arrears, amounting to 
$141,558, making a total of $637,009, paid 
during the preceding year. The statement 
of President V. M. Drury points out that 
the volume of car orders received during 
the year was the equivalent of but one 
month’s normal output of the company’s 
car shops. ‘These conditions were not an- 
ticipated a year ago, at which time pros- 
pects for car business seemed to justify 
expectations of as good a year as that en- 
joyed during 1938.” He also reports that 
the Canadian Government has recently or- 
dered from the company a total of 2,200 
freight cars of various types for delivery 
to the Canadian National and the Canadian 
Pacific during 1940. The company is also 
delivering in the near future 12 passenger 
cars to the Trinidad Government Railways. 


George W. Hoover has been appointed 
export sales manager for the Duff-Norton 
Manufacturing Company, Pittsburgh, 
Pa., with headquarters at New York. 


Iron & Steel Products, Inc., Chicago, 
has established a merchant iron and steel 
department under the direction of J. C. 
Beggs, formerly of Joseph T. Ryerson & 
Sons, Inc. 


W. W. Williams, general manager of 
The Babcock & Wilcox Tube Co, 
Beaver Falls, Pa., is relinquishing his po- 
sition on March 1, to go into business for 
himself on the Pacific Coast. Mr. Wil- 
liams became associated with The Babcock 
& Wilcox organization in 1929, as sales 
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counsellor and became in turn general sales 
qmanager and general manager of the Bab- 
cock & Wilcox Tube Co. 


C. H. McCollam, metallurgist of the 
steel and tube division of the Timken 
Roller Bearing Company, has been ap- 
pointed assistant director of steel sales, 
with headquarters at Canton, Ohio. 


J. Homer Platten was elected a vice- 
president of the American Car & Foun- 
dry Co., New York, at a meeting of its 
board of directors on January 11. Mr. 
Platten will continue as comptroller of the 
company but will relinquish the office of 
executive assistant to the president. 


Howard R. Hafferkamp, has been ap- 
pointed supervisor of purchases on the staff 
of the Bendix-Westinghouse Automo- 
tive Air Brake Company, Pittsburgh, 
Pa. Mr. Hafferkamp will have his head- 
quarters in the company’s manufacturing 
division at Wilmerding. 


O. M. Bernuth, who has become presi- 
dent of the Chipman Chemical Com- 
pany, Inc., as reported in the January 6 
issue of the Railway Age, is also president 
of both the Bernuth, Lembcke Com- 





O. M. Bernuth 


pany, of which the Chipman Chemical 
Company is now a wholly-owned subsidi- 
ary, and of the Elastic Rail Spike Cor- 
poration. The Bernuth, Lembcke Com- 
pany has long supplied creosote to the rail- 
ways and to the wood-preserving industry. 
The business of the Chipman Chemical 
Company will be conducted, as heretofore, 
from the main office at Bound Brook, 


N. J. 


W. H. Moyer, vice-president of the 
Chipman Chemical Company, Inc., has 
been placed in charge of the railroad divi- 
sion, while J. A. Williams, has been ap- 
pointed assistant manager of this division. 
A. A. Murphy, formerly manager of rail- 
way sales, has resigned. 


R. C. Norberg, vice-president and gen- 
eral manager of the Electric Storage 
Battery Company, Philadelphia, Pa., was 
elected president and general manager at 
a recent meeting of the board of directors. 
John R, Williams, who has been asso- 
ciated with the company for the past 45 
years, has retired as president. Mr. Nor- 
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berg was born in Sweden and received 
his technical education at the Royal Tech- 
nical Institute at Stockholm, graduating 
in 1902 as an electrical engineer. He came 
to the United States and began work at 





R. C. Norberg 


the plant of the Willard Storage Battery 
Company as an engineer. Mr. Norberg 
was steadily promoted and was elected 
vice-president and general manager of the 
Electric Storage Battery Company in Jan- 
uary, 1932, with headquarters at Phila- 
delphia. On the recent. retirement of John 
R. Williams, as president, Mr. Norberg 
was elected president, and at the same 
time will continue as general manager. 


Ralph E. Meyers, sales manager of the 
International Creosoting & Construc- 
tion Company, with headquarters at Gal- 
veston, Tex., has been elected vice-president 
and sales manager with the same head- 
quarters. He was born in Cincinnati, Ohio, 
on July 11, 1899, and after graduating in 
chemical engineering from the State Uni- 
versity of New Mexico in 1919, he served 
as instructor in chemistry at this college 
for two years. He was then employed as 
research chemist for the Chino Copper 
Company at Hurley, N. M. for a year. His 
first connection with the creosoting indus- 





Ralph E. Meyers 


try was with the Atchison, Topeka & Santa 
Fe as chemist at its tie treating plant at 
Albuquerque, N. M. In 1922, he entered 
the employ of the International Creosoting 
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& Construction Company as plant chemist 
at its plant at Texarkana, Tex. Three 
years later, he was placed in charge of all 
chemistry work for this company, with 
headquarters at Galveston, which position 
he occupied until his appointment as sales 
manager on January 1, 1936. Mr. Meyers 
has taken an active part in the work of 
various technical associations. He worked 
in 1928-1930 with the American Standards 
Association Committee on the strength of 
pole woods, developing the present widely 
accepted standards for pole strength. He 
is now vice-president of the American 
Wood-Preservers’ Association. 


OBITUARY 


James Harvey Gravell, president of 
the American Chemical Paint Company, 
Ambler, Pa., died on December 8. 


Ambrose N. Diehl, who was president 
of the Columbia Steel Company from 1932 
to September, 1939, died on January 3, at 
La Jolla, Cal., from bronchial pneumonia. 


Charles K. Knickerbocker, first vice- 
president of the Griffin Wheel Company, 
Chicago, died on January 7 of pneumonia. 
He had been ailing for several years. Mr. 
Knickerbocker was born in Chicago on 
September 28, 1874, and entered the em- 
ploy of the Griffin Wheel Company on 
November 1, 1894, as a shipping clerk. 
He was promoted to sales agent in 1895, 
to general sales agent in 1909, and to first 
vice-president in 1914. He has also been 
a director since 1914. 


TRADE PUBLICATIONS 


“An Atco DiesEL For UNIVERSAL Ap- 
PLICATION.”—The American Locomotive 
Company, 30 Church Street, New York, 
has issued a booklet illustrating Alco en- 
gines with ratings between 400 and 1,200 
hp., turbocharged (Buchi system) and non- 
turbocharged, gas or Diesel, in use in the 
railroad and other fields. 


Woop PrRESERVATION— The American 
Lumber & Treating Company, Chicago, has 
published a 24-page booklet featuring the 
various uses of wood treated with Wolman 
salts. The booklet is profusely illustrated 
with many examples of the use of “Wol- 
manized” lumber or timbers in buildings, 
bridges and other railroad structures. A 
short chapter on specifications and a de- 
scription of the treating and distribution 
facilities of this company complete the 
booklet. 


Coat, SAND AND CINDER PLANTS AND 
EQuriPpMENT.—The Ross & White Co., Chi- 
cago, has published Bulletin No. 38, con- 
sisting of 16 pages, illustrated with photo- 
graphs and drawings, describing the line 
of locomotive coal, sand and cinder plants 
and equipment manufactured by this com- 
pany, including the N & W type of cinder 
plant, the Red-Devil locomotive coaler, 
shallow-pit self-loading coal buckets, direct 
electric engine coalers, the Ross and White 
automatic steam sand dryer, the Pyropad 
sand dryers, sand valves and telescoping 
spout, sand storage towers, spiral coal low- 
ering chutes, a side-cut coaling gate and a 
multiple-track cinder-handling plant. 
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Construction 





ATLANTIC Coast LiInE.—Division 4 of 
the Interstate Commerce Commission has 
extended from January 1, 1940, and March 
31, 1940, to January 1, 1941, and March 31, 
1941, the time within which this company 
shall commence and complete the construc- 
tion of the extension of its railroad in 
Columbus County, N. C. 


Cuicaco & North WEsTERN.—A con- 
tract amounting to approximately $20,000 
has been awarded the E. E. Gillen Com- 
pany, Milwaukee, Wis., for rebuilding a 
wood dock, 415-ft. long adjacent to the 
North Western warehouse on the Milwau- 
kee river in Milwaukee, Wis. 


Cuicaco, Burttincton & Quincy.—A 
contract amounting to approximately 
$30,000 has been awarded the Skrinka 
Construction Company, St. Louis, Mo., for 
concrete paving work and the widening of 
driveways in the yards in St. Louis, Mo. 
Other work at this point, including the 
relocation of tracks and _ flood-lighting, 
which will be done by company forces, will 
make the total cost of improvements exceed 


$50,000. 


Cuicaco, MitwauKker, St. Paut & 
Paciric.—The Illinois Commerce Commis- 
sion has approved the construction of a 
new viaduct on Central avenue extending 
over 50 tracks of the Milwaukee’s Gale- 
wood yards, which will cost approximately 
one million dollars. The new structure 
will be 2,648 ft. long, including retaining 
wall approaches 302 ft. long on the south 
end and 417 ft. long on the north end. The 
substructure will consist of reinforced con- 
crete piers and abutments on creosoted pil- 
ing. The viaduct will provide a 50-ft., 
four-lane roadway, with sidewalks seven 
feet, six inches wide on each side. 


Cotorapo & SoutTHEerN.—A_ contract 
amounting to approximately $85,000 has 
been awarded to the Wyoming Construc- 
tion Company, Laramie, Wyo., by the State 
Highway Department of Wyoming for the 
construction of a bridge under a track of 
the Colorado & Southern in Cheyenne, 
Wyo., which will replace an old, narrow 
highway underpass. The new bridge will 
be adjacent to the C. & S. bridge over the 
Union Pacific track and will consist of one 
73-ft. and one 40-ft. girder spans. 


Erie.—A revised estimate of cost exclu- 
sive of land and property damages of $163,- 
421 for the elimination of the Nanticoke 
avenue and Liberty street grade crossings 
of this road in Endicott, N. Y., has been 
approved by the New York Public Service 
Commission and by the State Department 
of Public Works. 


Kansas City TERMINAL.—Division 4 of 
the Interstate Commerce Commission has 
extended from June 30, to December 31, the 
time within which this company shall com- 
plete the construction of a line in Jackson 
County, Mo. 


LenicgH VALLEY.—This road has placed 
a contract with the Ross & White Co., 
Chicago, for two automatic coal car un- 
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loaders, and Iccomotive engine coalers for 
handling two grades of coal to locomotives, 
for immediate installation at Perth Amboy, 


N. J. 


LEHIGH VALLEY.—Contracts for grade 
crossing elimination work have been let as 
follows: At Newfield, N. Y., to the Lane 
Construction Company, Meriden, Conn., to 
cost $140,000. At Town of Wende, N. Y., 
to A. R. Menzies, Kenmore, N. Y., to cost 
$56,000 and at Wyalusing, Pa., to Primo 
Marionelli, Scranton, Pa., to cost $85,000. 


New York CENTRAL.—Contracts have 
been let for work in New York City to 
the Elmhurst Contracting Company, Inc., 
Corona, L. I., N. Y., for construction of 
11th Avenue viaduct, West 33rd to West 
35th streets and approaches on 33rd and 
34th streets, between 10th and 11th avenue, 
consisting of retaining walls, piers, drain- 
age, water mains, paving, production piers, 
viaduct, electric facilities and alterations 
to buildings. 


New York, Cuicaco & St. Louis— 
Two contracts have been awarded in con- 
nection with the replacement of a 1,320-ft. 
viaduct across Conneaut Ravine at Con- 
neaut, Ohio. The contract for the fabrica- 
tion of the steel for this project has been 
awarded to the American Bridge Company, 
Pittsburgh, Pa., and the contract for the 
erection of the steel has been awarded to 
the Ferro Construction Company, Chicago. 
The bridge, which was built in 1901, and 
designed for Coopers E-40 loading, con- 
sists .of thirteen 60-ft. and fourteen 30-ft. 
deck girder spans and one 120-ft. deck 
truss span supported on 12 steel towers one 
steel bent and two masonry piers. The 
plans call for the replacement of all girders 
and the truss with new girders designed for 
Coopers E-72 loading. The towers will 
be reinforced by welding angles to each 
column, increasing the area of the columns 
approximately 90 per cent, and by welding 
additional bracing in place. The total cost 
of the project including work to be done 
by railroad forces, will be between $125,000 
and $150,000. 


NorrotkK & WeEsTERN.—A contract has 
been given to Haley, Chisholm & Morris, 
Charlottesville, Va., for third-track work 
from Iaeger, W. Va., to Hull. 


Reapinc.—A contract has been given to 
the American Dredging Co., Philadelphia, 
Pa., for dredging work at the docks adja- 
cent to piers E, G, H, 14, 18 and 20 at 
Port Richmond, Staten Island, N. Y., and 
at pier 27, North Wharves, Philadelphia, 
at a cost of $25,012. 


SouTHERN Paciric—A contract amount- 
ing to approximately $82,300 has been 
awarded the Austin Road Company of 
Dallas, Tex., by the Texas Highway De- 
partment for the construction of a grade 
separation project for two tracks of the 
Southern Pacific with Wyoming street in 
El Paso, Tex. The contract includes the 
construction of the railway bridge over 
Wyoming street and 0.193 miles of road- 
way approach work. The bridge, which 
will cost approximately $32,000, consists 
of an 80-ft. through plate girder span on 
reinforced concrete abutments and will pro- 
vide for two 23-ft traffic lanes and two 
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5-ft. pedestrian walkways for Wyoming 
street underneath. 


WESTERN MAryYLAND.—This company js 
building additional tracks at Port Coving- 
ton (Baltimore, Md.), the grading, by con- 
tract, has been completed and company 
forces will carry out the track work. A 
metal storehouse at Port Covington, 108 ft, 
by 400 ft. has been completed by Baltimore 
contractors. 


Equipment and 
Supplies 





LOCOMOTIVES 


Tue Cuicaco & NortH WEsTERN has 
sold 143 locomotives and several hundred 
box and gondola cars, which will be dis- 
mantled by the purchaser at Proviso yards. 


Tue NortHern Pactiric will purchase 
seven Diesel-electric switching locomotives. 
Three 1,000-hp. locomotives will be as- 
signed to Northtown yards, Minneapolis, 
Minn., two 660-hp. to Seattle, Wash., and 
one each of 660-hp. to Spokane, Wash., 
and Tacoma. These locomotives are a 
part of the road’s 1940 rail and equipment 
purchase program which will _ total 
$8,500,000. 


FREIGHT CARS 


Tue NorrotkK & WESTERN has ordered 
from the Greenville Steel Car Company 
100 automobile box cars, 50 ft. long; half 
of the cars will be equipped with auto load- 
ers. Inquiry for this equipment was re- 
ported in the Railway Age of January 13, 
page 147. 


PASSENGER CARS 


Tue SouTHERN RaAtLway is undertaking 
to modernize in its own shops 14 all-steel 
passenger coaches, which will be assigned 
to service between Washington, D. C., and 
Birmingham, Ala., and between Washing- 
ton and Atlanta, Ga. The work, which is 
estimated to cost approximately $275,000, 
will include air conditioning, reclining 
chairs and completely new interior fixtures 
and decoration throughout. 


IRON AND STEEL 


Tue Reapinc Company has _ placed 
orders for 2,000 tons of 130-lb. rail with 
the Carnegie-IIlinois Steel Corp., and 2,000 
tons of 130-lb. rail with the Bethlehem 
Steel Co. 


Tue Lenich & New ENGLAND has 
placed orders for 500 tons of 112-Ib. rail 
with the Bethlehem Steel Co., and for 590 
tons of 112-lb. rail with the Carnegie-IIli- 
nois Steel Corp. 


THe WESTERN MARYLAND, reported in 
the Railway Age of January 13, as having 
placed orders for 2,000 tons of rail, divided 
this order equally between the Carnegi¢- 
Illinois Steel Corporation and the Beth- 
lehem Steel Company. 


Continued on next left-hand page 




































Locomotive Designs 
are 


CHANGING 


Locomotives recently pur- 
chased, and those being 
considered today, provide 
higher horse-power capac- 
ity and higher speeds in 
line with present day op- 
erating conditions.... 
Lima’s engineers will 
gladly consult with you 
and recommend designs 
that provide this higher 
capacity to meet modern 
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Financial 





BALtTimMorE & Ont0.—Abandonment by 
the Confluence & Oakland—The Conflu- 
ence & Oakland and the Baltimore & Ohio, 
respectively, have asked the Interstate 
Commerce Commission for authority to 
abandon a line and the operation of the 
line extending from Confluence and Oak- 
land Junction, Pa., to Kendall, Md., 19.8 
miles. 


Boston & Matne.—Plan of Securities 
Exchange. — The Bank and Insurance 
Group Committee on Boston & Maine 
bonds, representing savings banks and in- 
surance companies in Massachusetts, New 
York, Connecticut, Maine and New Hamp- 
shire, holders of approximately 40 per cent 
of the outstanding bonds affected by the 
recently-announced plan of securities ex- 
change for this road (outlined in the Rail- 
way Age of January 6, page 108), has 
recommended that banks and insurance 
companies “lead the way” in assenting to 
the plan. The report declared, “it is a 
clear cut case of whether the bondholders 
will voluntarily co-operate to reach a con- 
clusion, . . . or whether, by disagreement 
or self-seeking, the plan must be aban- 
doned for bankruptcy proceedings.” 

Some two months ago, the report dis- 
closed, when it was first suggested that 
the Boston & Maine might, with the as- 
sistance of the Reconstruction Finance Cor- 
poration, work out a plan of readjustment 
of its debt structure, the savings banks of 
Massachusetts formally appointed a com- 
mittee from their members to work with 
the Boston & Maine in drafting the final 
proposal. Later, the report states, addi- 
tions were made to the committee to rep- 
resent insurance companies, and also sav- 
ings banks outside of Massachusetts. The 
services of Professor William J. Cunning- 
ham of Harvard University, railroad econ- 
omist, were retained, to study the subsidi- 
ary and leased line situation, and “to estab- 
lish the adequacy or inadequacy of the 
capital through which essential additions 
and betterments could be financed. “From 
the start,” the report stated, “this commit- 
tee was impressed by the thought that there 
was an opportunity for a constructive re- 
adjustment for the benefit of bondholders 
within the framework of the original pro- 
posal, provided the details could be satis- 
factorily concluded. This opinion was con- 
firmed by the market action of the bonds 
themselves, which advanced materially in 
quoted prices upon announcements detail- 
ing various features of the plan.” 


Cuicaco, Attica & SoutHERN.—R. F. 
C. Loan Application Dismissed —Division 
4 of the Interstate Commerce Commission 
has dismissed, at this road’s request, its 
application for approval of a $50,000 loan 
from the Reconstruction Finance Corpora- 
tion. 


Curcaco, Rock Istann & PaciFic.— 
Equipment Trust Certificates and R. F. C. 
Financing —This company has been au- 
thorized by Division 4 of the Interstate 
Commerce Commission to assume liability 
for $2,680,000 of 234 per cent equipment 
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trust certificates, maturifig in 20 semi- 
annual installments of $134,000 on August 
1 and February 1, from August 1, 1940, to 
February 1, 1950, inclusive. At the same 
time Division 4 approved the purchase of 
the certificates for itself by the Reconstruc- 
tion Finance Corporation at a price not 
exceeding par and accrued interest. 


DELAWARE, LACKAWANNA & WESTERN. 
—Equipment Trust Certificates and R. F. 
C. Financing.—This company has been au- 
thorized by Division 4 of the Interstate 
Commerce Commission to assume liability 
for $3,100,000 of 2%4 per cent equipment 
trust certificates, maturing in 20 semi- 
annual installments of $155,000 beginning 
August 1, 1940, and on February 1 and 
August 1 of each year thereafter to and 
including February 1, 1950. At the same 
time Division 4 approved the purchase of 
the certificates for itself by the Reconstruc- 
tion Finance Corporation at a price not in 
excess of their principal amount and ac- 
crued interest. 


Fort Dopce, Des Moines & SOUTHERN. 
—Trustees Approved.—On January 3, the 
Interstate Commerce Commission ap- 
proved the appointment of ex-senator L. J. 
Dickinson and C. H. Crooks as trustees 
of this road. 


Gutr, Cotorapo & SANTA FE.—New di- 
rector.—A. A. Horne, vice-president of the 
City National Bank at Galveston, Tex., 
has been elected a director succeeding O. 
L. Clarke, former land and tax commis- 
sioner, who recently retired. 


Misstssippr1 CENTRAL — Note. — This 
company has asked the Interstate Com- 
merce Commission for authority to issue its 
non-negotiable promissory note payable to 
the United States Lumber Company in the 
sum of $1,157,596, to be dated September 1, 
1939, and due July 1, 1949. The note will 
bear interest at the rate of five per cent 
and will be secured by a deed of trust. 


New York, New Haven & HArtForp.— 
Equipment Trust Certificates—This com- 
pany has asked the Interstate Commerce 
Commission for authority to assume liabil- 
ity for $960,000 of 234 per cent equipment 
trust certificates, maturing in equal annual 
installments of $96,000 on February 1 in 
each of the years from 1941 to 1950, in- 
clusive. The proceeds will be used in part 
payment for the purchase of 10 Diesel- 
electric switching engines, 250 high side 
coal cars, and 25 steel caboose cars, costing 
a total of $1,435,000. 


NorFotK SOUTHERN RaItway.—Acquisi- 
tion.—The Norfolk Southern Railway, a 
new company, has asked the Interstate 
Commerce Commission for authority to ac- 
quire at equity foreclosure sale all of the 
properties of the Norfolk Southern Rail- 
road, including its system of railroad, ex- 
cept that part of its Suffolk & Carolina di- 
vision outside of its terminals at Edenton, 
N. C., and Elizabeth City. 


Ox10-M1pLanp.—A cquisition.—T his com- 
pany, a new corporation, has asked the 
Interstate Commerce Commission for au- 
thority to acquire a line now owned and 
operated by the Ohio-Midland Light & 
Power Co., extending from Obetz, Ohio, to 
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Picway, 10.18 miles, and a line operated by 
the Ohio-Midland Light & Power Co., ex- 
tending from Obetz, Ohio, to Groveport, 
3.2 miles. 


Orecon Paciric & Eastern.—Reorgani- 
zation.—Division 4 of the Interstate Com- 
merce Commission has certified to the 
United States District Court for the Dis- 
trict of Oregon that three creditors of 
class A, each having an undetermined in- 
terest in $330,000 of this company’s first 
mortgage bonds, constituting 100 per cent 
of the total allowed claims of that class 
voting on a plan of reorganization for this 
company, accepted the plan. 


PENNSYLVANIA.—Operation.—This com- 
pany has asked the Interstate Commerce 
Commission for authority to operate under 
trackage rights over the Municipal Bridge 
crossing the Mississippi River and ap- 
proaches in East St. Louis, Ill, and St. 
Louis, Mo., totaling approximately 6.7 
miles and 1.3 miles of track of the Terminal 
Railroad Association of St. Louis. 


PirrspurcH & WEsT VirGINIA.—Bonds. 
—This company has been granted author- 
ity (a) to extend or renew from time to 
time, the last maturity date to be not later 
than December 31, 1942, a secured promis- 
sory note in the face amount of $350,000, 
payable to the order of the First National 
Bank of Chicago, to bear interest during 
the extended period at a rate of 3% per 
cent, and $500,000 of unsecured promissory 
notes held by the Pennroad Corporation, 
and (b) to continue the pledge of $450,000 
of first mortgage gold bonds, series D, as 
collateral security for the note for $350,000. 


READING.—Abandonment by the Mill 
Creek & Mine Hill Navigation.—The Mill 
Creek & Mine Hill Navigation and the 
Reading, respectively, have asked the In- 
terstate Commerce Commission for author- 
ity to abandon a portion of a line and the 
operation of the line known as the Pine 
Forest branch, in East Norwegian Town- 
ship, Schuylkill County, Pa., 1,529 ft. 


Rio GRANDE SouTHERN.—R. F. C. Loan. 
—This company has asked the Interstate 
Commerce Commission for a reconsidera- 
tion by the full commission of Division 
4’s recent decision denying its application 
for approval of a loan from the Recon- 
struction Finance Corporation in the sum 
of $40,000. 


St. Louts SourHWwEsTERN. — Abandon- 
ment by the St. Louis Southwestern of 
Texas.—The St. Louis Southwestern of 
Texas would be permitted to abandon its 
Hillsboro branch, extending from Coris- 
cana, Tex., to Hillsboro, 40 miles, if the 


‘Interstate Commerce Commission adopts a 


proposed Examiner R. 


Romero. 


report of its 


SEABOARD AiR Line.—Protective Com- 
mittee for Tampa Northern Bonds.— 
George G. Thomas, Edgar F. Brown, Al- 
fred R. Riggs, O. Emerson Smith, and 
Vernon E. Leamann, acting as a protective 
committee for holders of first mortgage 
bonds of the Tampa Northern, a leased line 
of the Seaboard Air Line, have asked the 
Interstate Commerce Commission for au- 
thority to solicit authorizations and de- 
posits and to represent and act for holders 
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of stich bonds im accordance with a deposit 
agreement in the reorganization of this 
company under equity procedure. 


SouTHERN INDIANA.—Acquisition.—This 
company would be authorized to acquire 
and operate a line extending from Speed, 
Ind., southerly to a connection with the 
line of the Baltimore & Ohio at Watson 
Junction, 7.4 miles, if the Interstate Com- 
merce Commission approves a _ recom- 
mended report of its Examiner W. J. 
Schutrumpf. The recommended order car- 
ries with it the condition that within 30 
days from and after the date of the cer- 
tificate the company shall tender to the 
B. & O. a 10-year option to acquire control 
of the Southern Indiana, or its properties, 
upon fair and reasonable terms, subject to 
the approval by the commission. 


SouTHERN PaciFic. — Abandonment. — 
This road has applied to the Interstate 
Commerce Commission for authority to 
abandon a 4.8-mile segment of its Chino 
branch, extending from a point near Chino, 
Calif., to a connection with the main line 
near Ontario. 


SouTHERN Paciric. — Change of Stock 
Status. — The management of this road is 
asking stockholders to vote on a proposal 
to change the authorized 5,944,518 shares 
of its common stock of $100 par value to a 
like amount of no-par stock. It is pointed 
out that but 3,772,763 shares of the num- 
ber authorized have been issued and are 
outstanding, and that under the laws of 
Kentucky, in which the Southern Pacific 
is chartered, the present unissued par-value 
stock can not be issued for less than $100 
per share, a fact which prevents the road 


from issuing further shares under present - 


market conditions. 


VircINIAN.—Purchase. — This company 
has asked the Interstate Commerce -Commis- 
sion for authority to purchase and oper- 
ate the Suffolk, Va. terminals of the Nor- 
folk Southern, constituting 2.3 miles of 
track and buildings. The purchase price 
will be $65,000. 


Wirkes-BarrE & Eastern.—Reorgani- 
zation.—Division 4 of the Interstate Com- 
merce Commission has ordered that the 
maximum limits of compensation of Joseph 
P. Jennings, trustee, of this company in 
reorganization, and of Leo W. White, 
counsel, at the rates of $5,000 and $4,000 a 
year, respectively, as heretofore fixed by 
the commission, be continued for a further 
period of six months after January 1, 1940, 
upon the condition that such maximum 
limits of compensation shall not be effective 
beyond June 30, 1940, unless and until 
authorized by a further order of the com- 
mission. 


Average Prices of Stocks and Bonds 


Last Last 
; Jan. 16 week year 
Average price of 20 repre- 
sentative railway stocks.. 31.28 32.57 31.93 
verage price of 20 repre- 
Sentative railway bonds.. 58.37 59.54 61.43 


Dividends Declared 


‘ Virginian—6 Per Cent Preferred, 3714¢, quar- 
Ta: payable February 1 to holders of record 
corsage 20; 6 Per Cent Preferred, 3714¢, quar- 
any, payable May 1 to holders of record April 
bi 6 Per Cent Preferred, 3714¢, quarterly, pay- 
able August 1 to holders of record July 20. 
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EXECUTIVE 


Mrs. Ida Gardner Dingler has been 
elected president of the Cassville & Exeter, 
with headquarters at Cassville, Mo., suc- 
ceeding her husband, David Dingler, 
whose death on November 16, was an- 
nounced in the Railway Age of November 
25. 


Dr. O. H. Judkins, vice-president, sec- 
retary and treasurer of the Fredericksburg 
& Northern, has been elected president, 
with headquarters as before at San An- 
tonio, Tex., succeeding Mrs. R. F. Spen- 
cer, and Mrs. O. H. Judkins has been 
elected vice-president, secretary and treas- 
urer, replacing Dr. Judkins. 


Herbert Fitzpatrick, chairman of the 
board of the Chesapeake & Ohio, and vice- 
president (law) of the C. & O., the New 
York, Chicago & St. Louis (Nickel Plate) 
and the Pere Marquette, with headquarters 
at Cleveland, Ohio, will retire on April 15, 
but will retain his membership on the board 
of directors of the C. & O. 

Mr. Fitzpatrick was born at Washington, 
Va., on May 19, 1872, and was educated at 
Washington and Lee University where he 
obtained the degrees of A. B. in 1892, LL.B. 
in 1893, and LL.D. in 1927. He was ad- 
mitted to the bar in West Virginia in 1895, 
and entered the practice of law at Hunting- 
ton, Va., where he became a member of the 
firm of Fitzpatrick, Brown & Davis. In 
1923, he entered the service of the Chesa- 
peake & Ohio as vice-president and general 
counsel, having the same title also on the 
Hocking Valley (since absorbed by the 
C. & O.). In 1929, he was appointed also 
to the same position on the Pere Marquette 
and the following year he was authorized 
by the Interstate Commerce Commission 
to become vice-president, law and corporate 
relations, of the Missouri Pacific and cer- 
tain of its subsidiaries and affiliated lines. 
In 1935, his jurisdiction was extended to 
include the Nickel Plate. Mr. Fitzpatrick 
was elected also a director of the C. & O., 
the Pere Marquette and the Nickel Plate 
and in 1936, he was elected president and a 
director of Midamerica Corporation, at that 
time top holding company of the Van 
Sweringen railroad “empire”. He was 
elected chairman of the board of the C. & 
O. on February 16, 1937. 


Effective February 1, John B. Munson, 
vice-president on the Southern, with head- 
quarters at Cincinnati, Ohio, will retire and 
George H. Kerr, assistant vice-president, 
with headquarters at Washington, D. C., 
has been promoted to vice-president suc- 
ceeding Mr. Munson. Herbert W. Bon- 
durant, freight traffic manager at Cincin- 
nati, Ohio, will be advanced to assistant 
vice-president at Washington, D. C., re- 
placing Mr. Kerr. Also effective the 
same date, W. T. Turner, freight traffic 
manager, with headquarters at Washing- 
ton, D. C., will be promoted to vice-presi- 
dent of the New Orleans & Northeastern 
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(part of the Southern), with headquarters 
at New Orleans, La., relieving J. E. Fitz- 
wilson, who will retire. 

Mr. Munson was born at Wilmington, 
N. C., on April 20, 1864, and was educated 
in private schools in that city. He entered 





John B. Munson 


railway service in 1882 as a delivery clerk 
on the Wilmington & Weldon (now part 
of the Atlantic Coast Line), and later be- 
came successively receiving and billing 
clerk on that road, stenographer to the 
general freight agent on the Atlantic Coast 
Line, chief clerk to the division freight and 
passenger agent of the Richmond & Dan- 
ville (now part of the Southern), general 
freight agent of the Knoxville, Cumber- 
land Gap & Louisville (also part of the 
Southern) assistant to the president of the 
K. C. G. & L., general freight agent of 
the Richmond & Danville and division 
freight agent of the Southern at Raleigh, 
N. C. In March, 1899, he was promoted 
to general agent, freight department, at 
New York, and in April, 1907, he was ad- 
vanced to assistant freight traffic manager, 
with headquarters at Washington, D. C. 
Mr. Munson was appointed vice-president 
of the Georgia, Southern & Florida (part 





George H. Kerr 


of the Southern) in July, 1908, and three 
months later he was appointed also presi- 
dent of the St. Johns River Terminal Com- 
pany (a subsidiary of the Southern). Two 
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years later he was appointed also receiver 
for the Macon & Birmingham (operations 
ceased) and in March, 1911, he was ap- 
pointed also general manager of ‘the 
Georgia, Southern & Florida. Mr. Mun- 
son was further promoted in July, 1918, to 
vice-president on the Southern, with head- 
quarters at Cincinnati, Ohio. 

Mr. Kerr was born at Pittsburgh, Pa., 
on December 4, 1878, and entered railway 
service on June 1, 1900, as a clerk in the 
freight office of the Pennsylvania at Bes- 
semer, Pa. Four years later, after serving 
in various positions, he was promoted to 
rate clerk in the division freight office at 
Pittsburgh. In 1907, he entered the service 
of the Southern as a traveling freight agent 
for the Eastern & Southern Despatch and 
two years later was appointed agent for the 
Despatch at Pittsburgh. In 1912, when the 
Despatch representation was abolished, Mr. 
Kerr was appointed commercial agent for 
the Southern at Pittsburgh, and in 1914 
he was transferred to Atlanta, Ga. In 
1917, he was promoted to assistant general 
freight agent at Atlanta. He resigned in 
1921 to serve as traffic manager of the 
Southeastern Express Company, and a year 
later he returned to the Southern as as- 
sistant freight traffic manager at Atlanta. 
In 1924, he was advanced to freight traffic 
manager, with headquarters at Cincinnati, 
Ohio, and in 1935, he was further promoted 
to assistant vice-president-traffic, with 
headquarters at Washington, D. C. 

Mr. Turner entered railway service as a 
clerk on the Southern at Richmond, Va., 
in-June, 1905, and subsequently held vari- 
ous positions there and in Lynchburg, Nor- 
folk and Greensboro, N. C., until Novem- 
ber, 1912, when he was promoted to gen- 
eral traffic agent at Chattanooga, Tenn. 
In October, 1924, he was appointed as- 
sistant freight traffic manager at Birming- 
ham, Ala., and in February, 1930, he was 
transferred to Washington, D. C. In No- 
vember, 1932, he was promoted to freight 
traffic manager of the Eastern territory 
of the Southern, with headquarters at 
Washington. 

Mr. Fitzwilson was born in Orange, 
Va., on August 21, 1869, and entered rail- 





J. E. Fitzwilson 


way service in 1889, as a clerk in the gen- 
eral freight office of the Richmond & Dan- 
ville (now part of the Southern) at Rich- 
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mond, Va., and in 1895, he was transferred 
to the general freight offices of the 
Southern at Washington, D. C. One year 
later, he was promoted to chief clerk of the 
district freight agent at Raleigh, N. C., 
and subsequently served during the fol- 
lowing nine years as traveling freight agent 
at Raleigh, chief clerk at Norfolk, Va, 
Columbus, Ga., and New York, soliciting 
agent at New York, commercial agent at 
Columbia, S. C., and chief clerk at New 
York. On January 15, 1905, he was pro- 
moted to northeastern agent of the Eastern 
& Southern Despatch, with headquarters 
at Boston, Mass., two years later being 
appointed northeastern agent of the 
Southern at that point. On April 1, 1914, 


he was appointed general agent at New 


York, and on January 1, 1918, during the 
period of government control of the rail- 
roads, he was appointed department gen- 
eral agent of the Troop Movement Section 
at Charleston, S. C. Mr. Fitzwilson re- 
turned to the Southern on March 1, 1920, 
as general eastern freight agent at New 
York and on October 11, 1923, he was pro- 
moted to executive general freight agent 
at New Orleans and resident vice-president 
of the New Orleans & Northeastern and 
the New Orleans Terminal Company, hold- 
ing those positions until his retirement. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


James Copland, freight claim agent on 
the Union Pacific, with headquarters at 
Portland, Ore., has retired. 


W. E. Huey has been appointed acting 
auditor of the Fort Smith & Western, with 
headquarters at Fort Smith, Ark., reliev- 
ing W. H. Simpson. 


G. H. Kernkamp has been appointed 
assistant treasurer on the Northern Pacific, 
with headquarters at St. Paul, Minn., suc- 
ceeding G. A. Francis, who has retired. 


Hedley J. Jagger, Jr., has been elected 
secretary and treasurer of the Osage Rail- 
way Company, with headquarters at Phila- 
delphia, Pa., succeeding M. E. Boyle. 


J. W. Severs, assistant comptroller on 
the Chicago, Milwaukee, St. Paul & 
Pacific, with headquarters at Chicago, has 
been appointed also assistant to trustee, a 
newly created position. 


W. G. Sullivan has been appointed gen- 
eral attorney for the Minneapolis, St. Paul 
& Sault Ste. Marie in Wisconsin, with 
headquarters at Milwaukee, Wis., succeed- 
ing W. A. Hayes, who has retired. 


Milton V. Thompson, trial lawyer in 
the firm of Hogsett, Murray, Trippe, Dep- 
ping and Houts at Kansas City, Mo., at- 
torneys in Missouri for the Chicago, Rock 
Island & Pacific, has been appointed as- 
sistant general attorney for that road, a 
newly created position, with headquarters 
in Chicago. 


L. H. Hilton has been appointed de- 
partmental accountant of the Boston & Al- 
bany, with headquarters at Boston, Mass. 
P. F. Donovan has been appointed as- 
sistant departmental accountant. Time, ma- 
terial and other reports, statements and 
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correspondence heretofore forwarded to the. 


auditor of assistant auditor’s office at Bos- 
ton should hereafter be transmitted to the 
departmental accounting office at Boston, 


Joseph H. Miller, assistant general at- 
torney of the Wabash, with headquarters 
at St. Louis, Mo., has been promoted to. 
general attorney, with the same headquar- 
ters, succeeding Homer Hall, who has 
resigned to form a law partnership and 
to engage in private practice. Richard 
B. Elster, assistant attorney, has been ad- 
vanced to assistant general attorney, with 
headquarters as before at St. Louis, replac- 
ing Mr. Miller. 

Mr. Hall was born in Trenton, Mo., and 
graduated from De Pauw University in 
1893. In 1910, he went to St. Louis as 
assistant United States attorney, and four 
years later he engaged in the general prac- 
tice of law in St. Louis. Mr. Hall entered 
railway service in 1921, as general attorney 
for the Wabash and served in that capacity 
until his retirement. 


OPERATING 


F. J. Liston, roadmaster on the Cana- 
dian Pacific at Montreal, Que., has beer 
appointed acting assistant superintendent. 


Pierre E. Griffith, dining car inspector 
on the Wabash, has been promoted to acting 
superintendent -of dining cars, with head- 
quarters at St. Louis, Mo., succeeding 
George M. Hart, who has retired. 


H. O. Hoffman has been appointed as- 
sistant to the general manager of the 
Mississippi Central, with headquarters at 
Hattiesburg, Miss., a newly created posi- 
tion. 


William K. McGillivray, a steward 
on the Western Pacific, has been promoted 
to superintendent of dining cars and hotels, 
with headquarters at Oakland, Cal., suc- 
ceeding W. P. Stiles, who has retired. 


A. L. Christiansen, superintendent of 
car service of the Elgin, Joliet & Eastern, 
has been appointed superintendent of trans- 
portation, with headquarters as before at 
Joliet, Ill, a newly created position, and 
the position of superintendent of car ser- 
vice has been abolished. 


J. B. Jones, division engineer on the 
Pennsylvania, with headquarters at Terre 
Haute, Ind., has been promoted to assistant 
superintendent of freight transportation on 
the Central region, with headquarters at 
Pittsburgh, Pa. succeeding W. H. 
Schoonover, who died several weeks ago. 


W. E. Beck, agent on the Chicago, 
Milwaukee, St. Paul & Pacific at Geddes, 
S. D., has been appointed supervisor of 
the personal record bureau, with headquar- 
ters at Chicago, succeeding James N. 
Petersen, whose death on December 13, 
1939, was announced in the Railway Agé 
of December 23. 


Leon A. Jenkins has been appointed 
superintendent of car service of the Dela- 
ware, Lackawanna & Western at Scranton, 
Pa., as noted in the Railway Age of Janu- 
6. Mr. Jenkins entered railroad service 
June 14, 1907, in the car service depart: 
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ment of the Lackawanna, at Scranton. He 
was advanced to traveling car agent in 
September, 1917, and was appointed chief 
clerk to the superintendent of the Scranton 
division in December, 1929, the position he 
held until his recent appointment as super- 
intendent of car service. 


William G. Alexander has resigned as 
superintendent of the Buffalo division of the 
Delaware, Lackawanna & Western, with 
headquarters at Buffalo, N. Y., as reported 
in the Railway Age of January 6. Mr. 
Alexander was born in Scotland and entered 
railroad service with the Grand Trunk- 
Wabash as telegraph operator in the dis- 
trict between Black Rock, N. Y., and 
Windsor, Ont. He entered the service of 
the Lackawanna in 1902 as an operator, 
then serving successively as train dispatcher 
and chief dispatcher for the Buffalo divi- 
sion. Mr. Alexander was appointed super- 
intendent of the Buffalo division in August, 
1926. He is a past president of the Trans- 
portation Club, the Central Railway Club, 
and the Railroad Superintendents’ Asso- 
ciation. 


George D. Kennedy, whose appoint- 
ment as superintendent of the Buffalo divi- 
sion of the Delaware, Lackawanna & West- 





George D. Kennedy 


ern, with headquarters at Buffalo, N. Y., 
was noted in the Railway Age of January 
6, began his railroad service with the 
Wabash at Decatur, Ill., as a caller. Mr. 
Kennedy then served successively as yard 
clerk, trainman, timekeeper, accountant, 
yardmaster and chief clerk to superinten- 
dent, on the Wabash. He later went with 
the Alton as Chief clerk to the superin- 
tendent. Mr. Kennedy entered the service 
of the Lackawanna in September, 1913, as 
chief clerk to the superintendent of the 
Buffalo division, and was promoted to 
trainmaster at Buffalo on April 15, 1926. 
He was appointed trainmaster of the Buf- 
falo division, with headquarters at Elmira, 
N. Y., on August 1, 1926, the position he 
held until his recent appointment as super- 
intendent of the Buffalo division. 


Daniel K. Chase, superintendent of the 
Pittsburgh division of the Pennsylvania, 
has been appointed general superintendent 
of the eastern Ohio division, with head- 
quarters as before at Pittsburgh, Pa., suc- 
ceeding R. C. Miller, whose promotion to 
assistant chief engineer is noted elsewhere 
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in these columns. H. L. Nancarrow, 
superintendent of passenger transportation 





Danie] K. Chase 


of the eastern region, with headquarters 
at Philadelphia, Pa, has been appointed 
superintendent of the Pittsburgh division, 
succeeding Mr. Chase. A photograph of 
Mr. Nancarrow and a biographical sketch 
of his railway career were published in the 
Railway Age of May 6, 1939, page 806. 
Andrew F. McIntyre, superintendent of 
freight transportation of the Eastern 
region, has been appointed superintendent 
of passenger transportation, with headquar- 
ters as before at Philadelphia, succeeding 
Mr. Nancarrow. R. W. Sheffer, super- 
intendent of the Wilkes-Barre division, at 
Sunbury, Pa., has been appointed superin- 
tendent of freight transportation of the 
Eastern region, at Philadelphia, to succeed 
Mr. McIntyre. A photograph of Mr. 
Sheffer and a biographical sketch of his 
railway career were published in the Rail- 
way Age of April 15, 1939, page 682. H. 
T. Cover, master mechanic of the Colum- 
bus, Cincinnati and Toledo divisions, with 
headquarters at Columbus, Ohio, succeeds 
Mr. Sheffer as superintendent of the 
Wilkes-Barre division, at Sunbury. W. B. 
Porter, master mechanic of the Philadel- 
phia division at Harrisburg, Pa., has been 





Andrew F. Mclntyre 


transferred to the Columbus, Cincinnati 
and Toledo divisions with headquarters at 
Columbus, succeeding Mr. Cover. 

Mr. Chase was born on June 1, 1896, at 
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Rehoboth, Del. He attended the public 
schools of Rehoboth Beach and Lewes, 
Del., and was graduated from Pennsyl- 
vania State College (B. S. M. E., 1922), 
He began his railroad career on December 
16, 1913, as a messenger in the transporta- 
tion department of the Pennsylvania at 
Philadelphia. In July, 1914, he was trans- 
ferred to the Altoona Works as a machin- 
ist apprentice, subsequently being appointed 
special apprentice, completing his appren- 
ticeship on April 16, 1922. During this time 
he attended college, continuing his employ- 
ment during vacations. After service jn 
the World War he resumed his employ- 
ment with the Pennsylvania Railroad and 
continued his course at Pennsylvania State 
College. Following service in several 
division and regional offices as motive pow- 
er inspector, Mr. Chase was appointed 
assistant master mechanic at Jersey City, 
N. J., on November 1, 1923, later serving 
in a similar capacity at Wilmington, Del, 
and Altoona, Pa.. On March 1, 1927, Mr, 
Chase was appointed master mechanic at 
Olean, N. Y., serving subsequently in a 
similar capacity at Canton, Ohio, Jersey 
City, N. J., Chicago, IIl., and Pittsburgh, 
Pa. On November 1, 1934, he was ap- 
pointed superintendent, Toledo division, 





H. T. Cover 


Toledo, Ohio; on November 1, 1935, super- 
intendent, Eastern division, with headquar- 
ters at Pittsburgh, Pa., and on September 
16, 1939, superintendent of the Pittsburgh 
division. 

Mr. McIntyre was born in Canandaigua, 
N. Y., on April 4, 1891. He gained his 
first knowledge of railroading by working 
on the Northern Central railway after 
school during the autumn seasons of 1905- 
1906 as a fruit handler. After completing 
a high school education, he studied teleg- 
raphy and in May, 1909, he entered the 
service of the Pennsylvania as a telegraph 
operator on the Elmira division. In March, 
1913, he was promoted to clerk and opet- 
ator at Elmira, N. Y., and in April, 1918 
he was appointed extra train dispatcher 
becoming one of the regular train dis- 
patchers on the Elmira division in Junt 
1918. Mr. McIntyre was appointed yatd- 
master on the Williamsport division ™ 
August, 1927. He was advanced to & 
sistant trainmaster in April, 1928, and then 
to supervisor of train service of the Cen 
tral Pennsylvania general division in Feb- 
ruary, 1929. He was promoted to trait 
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master in December, 1929, and assigned to 
the Norfolk division at Cape Charles, Va., 
continuing in charge of the Delmarva di- 
vision when it was established on April 
16, 1930. In November, 1934, he became 
trainmaster of the St. Louis division at 
Terre Haute, Ind. Mr. McIntyre was ap- 
pointed superintendent of freight trans- 
portation of the Eastern region in April, 
1935, the position he held until his recent 
appointment. 

Mr. Cover was born in Altoona, Pa., on 
August 25, 1897, and first entered the serv- 
ice of the Pennsylvania as a laborer on the 
Middle division at Altoona in August, 
1915. After two weeks work as a laborer, 
Mr. Cover was transferred to the Juniata 
shops in Altoona as boilermaker’s helper. 
On June 12, 1917, he was appointed drafts- 
man in the office of the general super- 
intendent of motive power, and January 
16, 1920, he was appointed a special ap- 
prentice in the Altoona machine shop, serv- 
ing as such until October 18, 1922, when 
he became a motive power inspector, as- 
signed to the office of the chief of motive 
power in Philadelphia. On May 1, 1923, 
Mr. Cover was promoted to assistant shop 
foreman on the New York division, and 
on July 16, 1924, advanced to foreman on 
the same division. On May 1, 1927, he 
was made shop foreman on the Philadel- 
phia: Terminal division, and on June 16, 
1929, returned to the East Altoona engine- 
house. On January 1, 1931, he was pro- 
moted to assistant master mechanic of the 
Maryland division at Wilmington shops, 
and on November 1, 1934, he became mas- 
ter mechanic, in which capacity he worked 
first on the Buffalo division, then on April 
16, 1937, assigned to the Maryland division, 
and on July 1, 1939, to the Columbus, Cin- 
cinnati and Toledo divisions in Columbus, 
Ohio, the position he held until his recent 
appointment. 


William L. Mueller, whose promotion 
to superintendent of the Wyoming division 
of the Chicago & North Western, with 
headquarters at Casper, Wyo., was an- 
nounced in the Railway Age of December 
16, was born at Norfolk, Neb. on Novem- 
ber 4, 1895, and attended Norfolk Business 
College. He entered railway service on 
September 4, 1914, as a stenographer in 
the office of the superintendent at Norfolk 
and was promoted to chief clerk to the 
superintendent at Chadron, Neb. on June 
13, 1919. On August 3, 1921, he was trans- 
ferred.to Norfolk and on August 16, 1931, 
he was appointed assistant chief clerk to 
the assistant general superintendent at Nor- 
folk. Mr. Mueller was appointed chief 
clerk to the assistant superintendent at 
Chadron on April 1, 1934, and on October 
21, 1935, he was promoted to chief clerk 
to the assistant general superintendent at 
Norfolk. On April 16, 1937, he was ad- 
vanced to trainmaster at Mason City, Iowa, 
the position he held until his recent promo- 
tion on December 1. 


TRAFFIC 


G. K. Foster, district freight agent, 
Pennsylvania, with headquarters at Roch- 
ester, N. Y., has been transferred in the 
same capacity to Akron, Ohio, succeeding 
K. M. Potter, who has been promoted to 
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division freight agent at Erie, Pa. H. D. 
Morris, chief clerk in the division freight 
office at Erie, has been appointed district 
freight agent at Rochester, to succeed Mr. 
Foster. C. G. Magruder, district freight 
agent at Milwaukee, Wis., has been trans- 
ferred in the same capacity to Canton, 
Ohio, succeeding W. P. Hammond, who 
has been appointed division freight agent 
at Indianapolis, Ind. 


J. B. Carpenter, district passenger 
agent of the Gulf, Mobile & Northern, has 
been promoted to assistant general passen- 
ger agent, a newly created position, with 
headquarters as before at Jackson, Tenn. 


Arthur A. Stone has been appointed 
district freight agent of the New York, 
Ontario & Western, with headquarters at 
Oneida, N. Y., to succeed John E. 
Powers, deceased. 


Manuel W. Peterson, assistant general 
agent for the Minneapolis, Northfield & 
Southern at Minneapolis, Minn., has been 
promoted to general agent at Chicago, a 
newly created position. 


Edwin W. Keiley, commercial agent 
on the Erie at Akron, Ohio, has been pro- 
moted to general agent at Springfield, Ohio, 
succeeding T. J. Flynn, whose death on 
December 24 is announced elsewhere in 
these columns. 


Guillermo Hawley, general agent for 
the National Railways of Mexico, with 
headquarters at Chicago and New Orleans, 
La., has been promoted to assistant to the 
traffic manager, a newly created position, 
with the same headquarters. 


George H. Batchelor, assistant gen- 
eral agent for the Kansas City Southern 
and the Louisiana & Arkansas at Kansas 
City, Mo., has been promoted to general 
agent at that point, succeeding P. C. Lang, 
who has been transferred. 


Richard J. Barnes, commercial agent 
for the Seatrain Lines at New Orleans, 
La., has been promoted to general agent 
at Houston, Tex., for that company’s new 
service from Houston to New York, via 
Havana, Cuba. 


H. J. Nelson, commercial agent for the 
Illinois Central at Portland, Ore., has been 
promoted to general agent at that point, a 
newly created position. T. H. Fox, com- 
mercial agent at San Francisco, Cal., has 
been promoted to general agent at that 
point, also a newly created position. 


F. C. Street, city freight agent for the 
Louisville & Nashville at Detroit, Mich., 
has been promoted to general agent at 
Pittsburgh, Pa., succeeding J. R. Barry, 
whose promotion to assistant general freight 
agent, with headquarters at Louisville, Ky., 
was announced in the Railway Age of 
December 23. 


William F. Hummel, whose promotion 
to general freight agent of the Elgin, Joliet 
& Eastern, with headquarters at Chicago, 
was announced in the Railway Age of Jan- 
uary 6, was born at Joliet, Ill., on July 19, 
1884, and entered railway service on the 
E. J. & E. at Joliet on January 10, 1904. 
In 1911, he was transferred to the general 
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office at Chicago and a year later he was 
promoted to traveling freight agent. Mr. 
Hummel was advanced to general agent at 





William F. Hummel 


Chicago in 1924, and in 1929, he was ad- 
vanced to assistant general freight agent, 
the position he held until his promotion, 
which was effective January 1. 





W. Mason King, eastern traffic man- 
ager of the Southern, with headquarters at 
New York, has been promoted, effective 
February 1, to freight traffic manager, with 
headquarters at Cincinnati, Ohio, succeed- 
ing Herbert W. Bondurant, whose pro- 
motion to assistant vice-president is an- 
nounced elsewhere in these columns. 


F. J. Conrad, whose promotion to as- 
sistant freight traffic manager on the Chi- 
cago, Burlington & Quincy, with headquar- 
ters at Chicago, was announced in the 
Railway Age of January 6, was born in ‘ 
Chicago on April 26, 1904, and entered 





F. J. Conrad 





railway service on February 20, 1920, as 
a clerk in the traffic department of the 
Chicago, Rock Island & Pacific at Chicago. 
On February 1, 1924, he went with the 
Southern Pacific at Chicago as a rate clerk, 
later becoming city freight agent, and on 
October 1, 1927, he went with the Western 
Pacific as chief clerk to the assistant traf- 
fic manager at Chicago. Mr. Conrad was 
promoted to foreign freight agent, with 
headquarters at San Francisco, Cal. om 
September 1, 1931, and on December 16, 
1935, he went with the Burlington as for- 
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HUS WROTE Henry R. Worthington, a great engineer-inventor, in 1876. He continued, ‘I have 
asked for an answer to the question... Have I been able permanently to improve the 
department of engineering, in which I have steadily and exclusively worked ?” 
o 99 Today, the company which he founded, its products in use in every country in the world, with 
nt, plants that cover hundreds of acres, with the value of its manufactures reaching hundreds of millions 
m of dollars, looks back over a century’s span, and sees proved the essential soundness of its founder's 
- vision and ideals. 
. 9) In its century of growth it has pioneered in many significant basic engineering developments of 
th widespread application. Itself a pioneer, it has pushed forward shoulder to shoulder with pioneers, 
. across continents and over the seven seas. It has witnessed the birth and growth of a new age. It has 
ne seen a whole new civilization develop, and has accepted the continued challenges of that civilization. 
Looking back on its rich and fruitful past, it turns to its second century confident of its ability to 
‘- catry on with the splendid spirit and vision of its founder. 
a 99 Worthington’s maturity finds expression in a notable group of engineering products with 
. standards of excellence and records of performance unsurpassed in their respective fields . . . for 
the petroleum industry in production, transportation and refining . . . for gas and oil pipe lines 
and distribution . . . for refrigeration and air conditioning in every branch . . . for steam power, 
land and marine, including turbines, condensers, feedwater heaters and auxiliaries . . . feedwater 
heaters for railway locomotives . . . Diesel and gas engine units covering a wide power range 
... air and gas compressors for all industrial uses . . . a comprehensive line of contractor equip- 
ment... and pumping equipment whose scope is the most extensive available. 
» It has been said that an institution is the lengthened shadow of a man. Perhaps more true of 
the Worthington Pump and Machinery Corporation than of most institutions, it yet is not the 
whole truth. This corporation is not only the lengthened shadow of one man, but of many men 
who have given the best of their keen minds and stout hearts, that their science and engineer- 
ing could better serve not only their company but also the civilization of which they and it have 


been such important parts. 


as / 
he e 


he PRESIDENT 


k, 

WORTHINGTON PUMP AND MACHINERY CORPORATION 
f- HARRISON, NEW JERSEY 

as 

i Moore Steam Turbine Division . . . Carbondale Air Conditioning and Refrigeration Division 

6, a Worthington-Gamon Meter Company 
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eign freight agent, with headquarters at 


Chicago, the position he held until his re- 
cent promotion. 


James B. Davies, whose promotion to 
assistant traffic manager of the Elgin, 
Joliet & Eastern, with headquarters at Chi- 





James B. Davies 


cago, was announced in the. Railway Age 
of January 6, was born in Louisville, Ky., 
and attended Bryant & Stratton Business 
College in 1901 and the Chicago Athenaeum 
in 1902, also taking a correspondence 
course of the LaSalle Extension Univer- 
sity in 1905, and attending the R. H. Mer- 
riam School of Interstate Commerce in 
1920. He entered railway service on Sep- 
tember 28, 1903, as a junior clerk on the 
E. J. & E., and was promoted through 
various clerical positions, becoming chief 
clerk on April 1, 1911. On July 1, 1923, 
he was promoted to assistant general 
freight agent, and on April 1, 1932, he was 
advanced to general freight agent, with 
headquarters at Chicago, the position he 
held until his promotion on January 1. 


R. B. Battey, whose promotion to as- 
sistant general freight traffic manager on 
the Chicago, Burlington & Quincy, with 
headquarters as before at Chicago, was 





R. B. Battey 


announced in the Railway Age of January 
6, was born in Chicago on January 9, 1885. 
Early in his career, Mr. Battey spent a 





RAILWAY AGE 


number of years with various commercial 
concerns, during which time he acquired a 
business college education. He entered 
railway service in 1905 as a stenographer 
in the operating department of the Penn- 
sylvania at Chicago, serving with this com- 
pany until 1907, when he entered the ser- 
vice of the Burlington as a stenographer 
and clerk in the passenger department at 
Chicago. In 1917, Mr. Battey was ap- 
pointed chief clerk in the office of the vice- 
president in charge of traffic, serving as 
office manager in the federal manager’s 
office during the period of federal control 
of the railroads. In 1919, he was appointed 
assistant general freight agent in charge of 
coal traffic, his title being changed to coal 
traffic manager in 1921. On April 1, 1936, 
he was promoted to assistant freight traffic 


- manager, w:th headquarters at Chicago, the 


position he held until his recent appoint- 
ment. Sede 


Lewis C. Mahoney, whose promotion 
to general freight traffic manager of the 
Chicago, Burlington & Quincy, with head- 
quarters as before at Chicago, was an- 
nounced in the Railway Age of January 6, 
was born at Rock Island, Ill. on April 10, 
1876, and entered railway service on August 
11, 1894, as a clerk on the Chicago, Mil- 





Lewis C. Mahoney 


waukee & St. Paul. On November 1, 1906, 
he went with the Chicago, Burlington & 
Quincy as a clerk in the general freight 
department, later serving as chief clerk to 
the general freight agent and as chief clerk 
to the assistant freight traffic manager. 
On October 12, 1917, Mr. Mahoney was 
appointed assistant general freight agent, 
and on January 1, 1925, he was further 
promoted to general freight agent, with 
headquarters at Chicago. On January 1, 
1936, he was promoted to assistant freight 
traffic manager of the Illinois-Iowa dis- 
trict, and on April 1, 1936, he was ap- 
pointed assistant freight traffic manager of 
the system. Two months later, Mr. Ma- 
honey was advanced to freight traffic mana- 
ger, with headquarters as before at Chi- 
cago, the position he held until his recent 
promotion. 


Ray C. Burke, livestock agent on the 
Chicago, Burlington & Quincy at Omaha, 
Neb., has been promoted to assistant general 
livestock agent, with headquarters at Chi- 
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cago, succeeding O. O. Waggener, who 
has been appointed assistant manager of 
industrial development, with the same head- 
quarters, a newly created position. 


ENGINEERING AND SIGNALING 


W. P. Sullivan, chief clerk to the chief 
engineer of the Chicago, Indianapolis & 
Louisville (Monon), has been appointed 
assistant to the chief engineer, a newly 
created position, with headquarters as be- 
fore at Lafayette, Ind. 


Henry A. Horning, whose retirement 
as superintendent of buildings of the Mich- 
igan Central, with headquarters at Jack- 
son, Mich., was announced in the Railway 
Age of December 30, was born in Norvell, 
Mich., on December 7, 1869, and entered 
railway service in the building department 
of the Michigan Central at Jackson on 
April 4, 1892. In June, 1896, he was pro- 
moted to division foreman of buildings at 
Niles, Mich., and on June 1, 1907, he was 
advanced to assistant superintendent of 
buildings, with headquarters at Jackson. 
Mr. -Horning- was further promoted to 
superintendent of buildings on May 1, 1909, 
and continued in fhat capacity until his 
retirement on January 1. 


R. A. Baldwin, engineer of construction 
of the Central region of the Canadian Na- 
tional, with headquarters at Toronto, Ont., 
retired on January 10. Mr. Baldwin was 
born in Ottawa,-Ont., on January 10, 1875, 
and entered railway. service in March, 1899, 
as a draftsman in the engineering depart- 
ment of the Grand Trunk (now part of 
the Cariadian National) at Toronto. In 
September, 1900, he was employed as a 
transitman and draftsman on the construc- 
tion of the Algoma Central (now the Al- 
goma Central & Hudson Bay) at Sault 
Ste. Marie, Ont., and one year later he 
went with the New York Central as a tran- 
sitman at Buffalo, N. Y. In April, 1904, 
he went with the Wabash as chief drafts- 
man at St. Louis, Mo., and five months 
later he returned to Canada to become chief 
draftsman of the Canadian Northern (now 
part of the Canadian National): at Toron- 
to. Mr. Baldwin was later appointed 
assistant engineer and division engineer. 
In July, 1914, he was promoted to engineer 
of maintenance of way of the Ontario 
Grand divisign of the Canadian Northern, 
Eastern lines, with headquarters at Toron- 
to, and later was appointed engineer of 
maintenance of way of the Eastern lines, 
with the same headquarters. In the spring 
of 1917, he was appointed assistant engi- 
neer and later became assistant engineer 
on the Lines East of Port Arthur and 
O’Brien of the Canadian National and in 
January, 1921, he was promoted to engineer 
of construction, the position he held until 
his retirement. 


R. C. Miller, general superintendent of 
the eastern Ohio division of the Pennsyl- 
vania, with headquarters at Pittsburgh, 
Pa., has been promoted to assistant chief 
engineer of the road at Philadelphia, Pa., 
with jurisdiction over the entire system, 
effective January 16. Mr. Miller was born 
in Zanesville, Ohio, in 1878 and was grad- 
uated from Ohio State University (C. E. 
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1901). While at college he got his first 
practical contacts with railroading by 
working during the summer vacations as 
an assistant on the Zanesville division engi- 
neering corps. Entering the permanent 
service of the railroad as an engineering 
corps assistant at Pittsburgh in 1901, Mr. 
Miller subsequently served in engineering 





R. C. Miller 


posts on the Indianapolis, Marietta, 
Logansport, Toledo, St. Louis and Chicago 
Terminal divisions of the western lines and 
on, the Philadelphia and New York di- 
visions in the east. He was advanced to 
superintendent of the Schuylkill division 
in 1926 and subsequently headed the Toledo 
and Columbus divisions. During parts of 
1929 and 1930 he was acting assistant chief 
engineer, with headquarters at Philadel- 
phia, and was then appointed general super- 
intendent of the Southwestern division at 
Indianapolis. He was promoted to general 
superintendent of the eastern Ohio division 
on November 1, 1931. 


Arthur B. Hillman, whose promotion 
to engineer maintenance of way of the Chi- 
cago & Western Indiana and the Belt Rail- 
way Company of Chicago, with headquar- 





Arthur B. Hillman 


ters at Chicago, was announced in the 
Railway Age of January 6, was born in 
Chicago on September 24, 1889, and at- 
tended the University of Illinois in 1913 
and 1914. He entered railway service in 
September, 1909, as a chainman on the 


RAILWAY AGE 


Lake Shore & Michigan Southern (now 
part of the New York Central System) 
later being promoted to rodman. In Sep- 
tember, 1911, he went with the Chicago & 
Western Indiana as a rodman and served in 
that capacity until 1914, except for the 
period when he attended the University of 
Illinois, later being promoted successively 
to levelman and transitman. In October, 
1916, he went with the Belt Railway as 
assistant engineer, maintenance. During 
the war he served as a first lieutenant and 
a captain in the U. S. Army, and returned 
to his former position as assistant engineer 


in April, 1919. Mr. Hillman was ap- 


pointed roadmaster in March, 1925, and 
in November, 1927, he was promoted to 
assistant trainmaster. In March, 1929, he 
was again appointed assistant engineer, 
maintenance and in December, 1930, he 
was appointed roadmaster. From July, 
1937, to December, 1938, he served also as 
assistant engineer in charge of the recon- 
struction of Clearing Yard, at the same 
time continuing his duties as roadmaster, 
with jurisdiction over the bridge and build- 
ing department. Mr. Hillman was road- 
master in charge of the track and bridge 
and building departments of the Belt Rail- 
way at the time of his promotion, which 
was effective January 1. 


MECHANICAL 


W. F. Collins, assistant engineer of 
tests of the New York Central System, 
has been appointed engineer of tests, with 
headquarters at New York. 


W. R. Davis, master mechanic of the 
Chicago Terminal division of the Pennsyl- 
vania, has been transferred to Harris- 
burg, Pa., replacing W. B. Porter, trans- 
ferred, and J. W. Leonard, assistant en- 
gineer of motive power at the Altoona 
Works (Altoona, Pa.) has been appointed 
master mechanic at Chicago, relieving Mr. 
Davis. 


PURCHASES AND STORES 


R. W. Fox, acting purchasing agent 
of the Mississippi Central, has been ap- 
pointed purchasing agent, with headquarters 
as before at Hattiesburg, Miss. 


J. B. Noyes, assistant purchasing agent 
and general storekeeper of the Minneapolis, 


. St. Paul & Sault Ste. Marie, the Duluth, 


South Shore & Atlantic and the Mineral 
Range, with headquarters at Minneapolis, 
Minn., has been promoted to purchasing 
agent and general storekeeper, with the 
same headquarters, succeeding George W. 
Leigh, who will retire on January 15. 
Mr. Leigh was born at Orillia, Ont., on 
June 22, 1879, and after completing a col- 
lege education, entered railway service on 
July 1, 1901, on the Soo line. In 1913, 
he was promoted to assistant general store- 
keeper, with headquarters at Minneapolis, 
and in 1920 he was advanced to general 
storekeeper of the Soo line, the D. S. S. & 
A. and the Mineral Range. Mr. Leigh was 
given the added position of assistant pur- 
chasing agent in July, 1926, and on Janu- 
ary 1, 1929, he was promoted to purchas- 
ing agent of those roads. On November 1, 
1937, he was appointed purchasing agent 
and general storekeeper, with headquarters 
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as before at Minneapolis, the position he 
held until his retirement. 


OBITUARY 


John L. Wilser, general perishable 
freight agent of the Chicago & North 
Western, with headquarters at Chicago, 
died of pneumonia on January 2, at the 
West Suburban hospital in Oak Park, IIl., 
following an operation for appendicitis. 


K. H. Hopper, southeastern passenger 
agent of the Lehigh Valley, with head- 
quarters at Philadelphia, Pa., and division 
passenger agent at Bethlehem, Pa., died of 
a heart attack on January 9. 


William Channing Cushing, who re- 
tired on May 31, 1932, as engineer of 
standards of the Pennsylvania, at Phila- 
delphia, Pa., died January 11 at the age 
of 77. 


Chester Wallace Talcott, assistant 
treasurer of the New York Central Sys- 
tem, with headquarters at New York, N. 
Y., died on January 13, at the Bronxville 
hospital, after two weeks’ illness. He was 
58 years old. 


Max H. Wickhorst, former engineer 
of tests of the Chicago, Burlington & 
Quincy, with headquarters at Aurora, IIl., 
and from February, 1910, to June, 1922, 
engineer of tests for the Rail committee 
of the American Railway Engineering As- 
sociation, with headquarters at Chicago, 
died at Oak Park, IIl., on January 2. 


Albert D. Caulfield, superintendent on 
the Illinois Central, with headquarters at 
Water Valley, Miss., died of a heart attack 
at Okmulgee, Okla., on January 14, fol- 
lowing an illness of several months. Mr. 
Caulfield was born at Gloster, Miss., on 
September 5, 1871, and entered railway 
service in February, 1890, as a telegraph 
operator on the Louisville, New Orleans & 
Texas (now the Yazoo & Mississippi 
Valley, part of the Illinois Central system). 
In 1894, he was promoted to train dis- 
patcher, and in 1906, to trainmaster. Mr. 
Caulfield was advanced to superintendent, 
with headquarters at Water Valley, in 
1914, and served in this capacity until his 
death. 


Charles F. Giles, who retired in 


‘ August, 1928, as superintendent of ma- 


chinery of the Louisville & Nashville, with 
headquarters at Louisville, Ky., died at his 
home in Louisville on January 13. He had 
been virtually an invalid for a number of 


years. Mr. Giles was born at Rowlesburg, 


W. Va., on November 2, 1856, and entered 
railway service in 1873 as a machinist ap- 
prentice on the Baltimore & Ohio at Wheel- 
ing, W. Va. From 1877 to 1882, he was 
a machinist on this road, the Texas & Pa- 
cific, the Pennsylvania and the L. & N., 
and from the latter date until 1887, he was 
a roundhouse foreman and machine shop 
foreman on the latter road. In 1887, he 
was promoted to master mechanic at Bir- 
mingham, Ala., and on October 1, 1902, he 
was transferred to Louisville. On Febru- 
ary 1, 1904, he was advanced to assistant 
superintendent of machinery and on June 
30, 1911, he was promoted to superintendent 
of machinery. 


Table of Operating Revenues and Expenses 
appears on second left-hand page 
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ANY OPERATING ADVANTAGES 
| MC DIESEL SWITTHING ... 





‘A dollar saved is a dollar earned”’, 
and with EMC Diesel’s low operat- 
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expenses by 75 per cent, maintenance 
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penses 66 per cent and eliminates 
water costs entirely. Added to these 
Joy (om -Yoro} oles eob=\- Mosc Wdel- Moll lon abelomocon 
fob bsKeyelod Moy ol-SuosshelomeConcosebiocet-\-Riideb lols} 
X31 000m be MoCosablod Molot-JeM-foashelet-m 


HIGH AVAILABILITY —SUPERIOR VISIBILITY 
GREATER SAFETY—HIGH STARTING TRACTIVE EFFORT 
Quick ACCELERATION—HIGH YEAR-ROUND EFFICIENCY 

FASTER AND SMOOTHER SWITCHING 

CLEANER, QUIETER, SMOKELESS OPERATION 


These Diesel economies are the rea- 

sons why more and more railroads 
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Item 


Miles of road operated at 
close of month 
Revenues: 
Freight 
Passenger . 
Mail 
Express 
All other operating reve- 
nues 
Railway operating reve- 
nues 
Expenses: 
Maintenance of way and 
structures 
Maintenance of equipment 
Traffic 
Transportation—Rail line. . 
Transportation—Water line 
Miscellaneous operations... 
General 
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ee ee ee ee ee) 


Transportation for invest- 
ore ee, © Qa Se ee ae 
Railway operating  ex- 
SEINE Ue, Sates eG aratiatos 
Net revenue from railway 
WDRTRRIONE 6064500050 


Railway tax accruals 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. bal- 
ance 

Net railway operating in- 
come 

Ratio of expenses to revenues 
(per cent) 
Depreciation included in op- 
erating expenses 

Pay roll taxes 
‘ All other taxes 
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Miles of road operated at 
close of month} ..... 
Revenues: 
Freight 
PASBONZEE 20 cece secceve 
Mail 
Express 
All other operating reve- 
nues 
Railway operating reve- 
QUES. 654 008 see chews 
Expenses: 
Maintenance of way and 
structures 
Maintenance of equipment 
Traffic 
Transportation—Rail line. . 
Transportation—Water line 
Miscellaneous operations... 
General 
Transportation 
ment—Cr. 
Railway operating 
SRDER cise s:s-eei.0 be 
revenue from railway 
operations .....-c.ece 
Railway tax accruals 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. bal- 
ance 
Net railway operating in- 
come 
Ratio of expenses to revenues 
(per cent) 
Depreciation included in op- 
erating expenses ..... 
Pay roll taxes 
All other taxes 
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* Decrease, deficit or other reverse items. 
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(Switching and Terminal Companies Not Included) 


FOR THE MONTH OF NOVEMBER, 1939 AND 1938 





Compiled from 134 Monthly Reports of Revenues and Expenses Representing 138 Class I Steam Railways 


Operating Revenues and Operating Expenses of Class I Steam Railways 
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United States Eastern District Southern District Western District 
- : os —~ — = A 
1939 1938 1939 1938 1939 1938 1939 1938 
233,326 234,095 57,514 57,730 44,426 44,605 131,386 131,760 
$310,434,157 $264,119,747 $134,595,686  $104,742,047 $62,594,503 $53,778,257 $113,243,968 $105,599,443 
29,288,855 30,175,501 16,580,939 17,732,503 3,645,526 3,544,021 9,062,390 8,898,977 
8,280,967 8,072,738 3,133,077 3,047,239 1,430,892 1,434,658 3,716,498 3,590,841 
4,518,796 4,036,448 1,993,445 1,661,617 844,140 784,081 1,681,211 1,590,750 
15,503,964 13,224,858 7,843,165 6,743,941 1,851,926 1,708,174 5,808,873 4,772,743 
368,026,739 319,629,292 164,146,812 133,927,347 70,366,987 61,249,191 133,512,940 - 124,452,754 
38,092,758 34,597,265 15,574,096 13,107,612 7,338,797 6,547,710 15,179,865 14,941,943 
70,802,890 59,458,704 33,674,265 25,766,082 12,920,848 11,428,525 24,207,777 22,264,097 
9,004,133 8,445,933 3,148,440 3,065,378 1,778,091 1,619,579 4,077,602 3,760,976 
124,560,576 115,185,754 57,636,573 51,091,927 20,770,322 19,272,309 46,153,681 44,821,518 
415,298 eenee 6 cee, TO eh =Car OC! Claes 5 415,298 420,172 
2,970,116 2,881,936 1,389,800 1,346,767 316,425 306,599 1,263,891 1,228,570 
10,675,451 10,509,081 4,234,847 4,232,081 2,029,995 1,939,686 4,410,609 4,337,314 
351,046 294,915 58,111 61,797 45,933 32,373 247,002 200,945 
256,170,176 231,203,930 115,599,910 98,548,050 45,108,545 41,082,235 95,461,721 91,573,645 
111,856,563 88,425,362 48,546,902 35,379,297 25,258,442 20,166,956 38,051,219 32,879,109 
30,567,748 27,745,881 11,892,725 10,772,932 7,139,257 6,277,514 11,535,766 10,695,435 
81,288,815 60,679,481 36,654.177 24,606.365 18,119,185 13,889,442 26,515,453 22,183,674 
7,943,781 8,140,706 4,223,959 3,937,670 *148,490 244,998 3,868,312 3,958,038 
2,999,238 2,846,604 1,626,563 1,526,946 327,429 313,431 1,045,246 “1,006,227 
70,345,796 49,692,171 30,803,655 19,141,749 17,940,246 13,331,013 21,601,895 17,219,409 
69.6 a § 70.4 73.6 64.1 67.1 wid 73.6 
16,728,576 16,665,330 7,285,388 7,196,384 3,312,758 3,317,836 6,130,430 6,151,110 
9,369,548 8,321,075 4,231,818 3,491,000 1,632,854 1,491,186 3,504,876 3,338,889 
21,198,200 19,424,806 7,660,907 7,281,932 5,506,403 4,786,328 8,030,890 7,356,546 
FOR ELEVEN MONTHS ENDED WITH NOVEMBER, 1939 AND 1938 
233,499 234,492 $7,871 57,879 44,469 44,671 131,459 131,942 
$2,974,823,845 $2,606,594,923 $1,226,412,272 $1,015,530,290 $595,655,818 $529,338,890 $1,152,755,755 $1,061,725,743 
379,100,894 367,548,124 211,377,855 202,335,587 48,016,316 48,136,713 119,706,723 117,075,824 
88,034,776 85,353,851 33,794,738 32,578,893 15,143,492 14,879,893 39,096,546 37,895,065 
49,457,859 43,302,980 20,578,931 15,915,036 9,955,219 8,850,859 18,923,709 18,537,085 
158,406,618 143,748,657 76,823,416 70,068,535 19,402,443 18,557,596 62,180,759 55,122,526 
3,649,823,992  3,246,548,535  1,568,987,212 1,336,428,341 688,173,288 619,763,951  1,392,663,492  1,290,356,243 
431,548,019 388,735,959 162,410,397 140,962,268 76,291,472 70,696,377 192,846,150 177,077,314 
699,638,730 616,055,935 307,861,952 255,421,811 133,464,322 119,757,406 258,312,456 240,876,718 
97,497,574 93,781,411 35,330,999 34,116,617 18,402,642 17,776,256 43,763,933 41,888,538 
1,287,965,972 1,237,743,654 579,289,280 542,352,790 215,757,985 208,604,412 492,918,707 486,786,452 
4,612,921 SUC 8 kine wi acsaeisce §§- .. carplevgtere.. ©.  - femesres . 4,612,921 4,314,726 
34,427,942 34,321,411 14,829,088 15,122,503 4,106,020 4,028,276 15,492,834 15,170,632 
117,349,085 116,896,102 46,629,781 46,385,230 22,334,007 22,219,144 48,385,297 48,291,728 
3,837,195 2,974,172 525,346 555,950 601,253 478,872 2,710,596 1,939,350 
2,669,203,048  2,488,875,026  1,145,826,151  1,033,805,269 469,755,195 442,602,999  1,053,621,702  1,012,466,758 
980,620,944 757,673,509 423,161,061 302,623,072 218,418,093 177,160,952 339,041,790 277,889,485 
332,335,470 314,084,140 140,775,623 132,275,009 69,416,372 63,165,152 122,143,475 118,643,979 
648,285,474 443,589,369 282,385,438 170,348,063 149,001,721 113,995,800 216,898,315 159,245,506 
88,863,506 87,553,376 40,339,244 37,042,779 3,366,944 4,963,242 45,157,318 45,547,355 
32,458,676 32,304,209 17,661,047 17,352,824 3,438,256 3,585,824 11,359,373 11,365,561 
526,963,292 323,731,784 224,385,147 115,952,460 142,196,521 105,446,734 160,381,624 102,332,590 
73.1 76.7 73.0 77.4 68.3 71.4 75.7 78.5 
185,161,131 185,259,520 81,126,114 80,895,666 36,558,912 36,197,589 67,476,105 68,166,265 
96,551,386 90,746,396 41,586,533 37,996,875 16,895,742 16,122,141 38,069,111 36,627,380 
235,784,084 223,337,744 99,189,090 94,278,134 52,520,630 47,043,011 84,074,364 82,016,599 


+ Represents an average of the mileage reported at the close of each month within the period. 


Compiled by the Bureau of Statistics, Interstate Commerce Commission. 





Subject to revision. 






















